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Abstract 
In the development of a particular area the connectivity by roads is a key factor. 
The strong network will undoubtedly play an important role in over all growth of the 
State because roads play a vital role in the field of strategic, social, economical, 
educational and industrial development of the area. Road Transport is one of the most 
important infrastructure for the overall growth and development of our national 
economy. This sector has great importance in affecting the socio-economic 
development of the country because roads are veins without which no development 
can take place. The same holds good for the state of Uttar Pradesh (U.P) where road 
transport had has assumed a pivotal position in the overall development of U.P. 
Therefore to regulate and promote transportation a Motor Vehicle Act 1939 was 
passed that is why, the Central government passed the road transport Corporation Act 
in 1950 to establish State Road Transport Corporation in various States to provide 
cheap and adequate transport services to the passengers, giving powers to the States 
governments to acquire exclusive rights for operating road transport services. 
Passenger road transport services in the state of Uttar Pradesh was started on 
15"^  May, 1947 with the operation of bus services on the Lucknow - Barabanki route 
by the erstwhile Uttar Pradesh Government, and the corporation was placed in the 
charge of transport commissioner. Since 1947, the Uttar Pradesh government 
roadways has function as a department of government under the administrative control 
of the transport commissioner who is also responsible for the administration and 
enforcement of motor vehicles act and rules, motor vehicles, passengers and goods tax. 
Subsequently, during the fourth Five Year Plan, the erstwhile Uttar Pradesh 
Government Roadways was renamed as Uttar Pradesh State Road Transport 
Corporation (UPSRTC) on l" June 1972 under the provisions of the Road Transport 
Act, 1950 with the following objectives: 
> For the development of the road transport sector correlated to which would be 
the overall development of trade and industry. 
> For coordination of the road transport services with other modes of transport. 
> For providing or creating the provision of an adequate, economical and 
efficiently coordinated road transport service to the residents of the state. 
The present study has been undertaken to examine and evaluate the working and 
performance of UPSRTC. Precisely the whole study aims at the following objectives: 
i) To discuss various aspects of road transport in India as economic, aspect, social 
aspect and political aspect. 
ii) To discuss various five year plans from first five year plan to tenth five-year 
plan, 
iii) To study the framework of UPSRTC. 
iv) To discuss the role and significance of UPSRIC. 
v) To discuss the infrastructure service provided by the UPSRTC. 
vi) To analyse the growth pattern of UPSRTC. 
vii) To evaluate working and performance of UPSRTC. 
viii) To identify major defaults and drawbacks in UPSRTC. 
ix) To make concrete suggestions to eliminate the difficulties and drawbacks that 
UPSRTC facing in its working and performance and for subsequent growth and 
development. 
A study of working and performance of UPSRTC since 1991 has been completed 
with the help of existing published literature and statistical information. Relevant 
information and necessary data have been collected from the primary as well as 
secondary sources, an analytical examination of the data with the help of relevant and 
detailed information of the collected data, an attempt has been made to arrive at certain 
conclusion with regard to the working and performance of state road transport system 
in Uttar pradesh. 
Keeping in view the objectives of the study the following hypothesis has been 
developed for the verification and confirmation. 
i) To examine the details of different aspects of transport sector in India. 
ii) To analysis the overall performance of UPSRTC. 
iii) In spite of increasing expenditure the financial performance is negative. 
iv) In view of the competition with private operators UPSRTC has increased its 
mobility to attract its potential passengers 
Possible precautions and efforts were made to ensure the validity of the 
research however the study was limited in its scope. A work of the nature requires an 
extensive study of the available literature but the paucity of. literature is a great 
impediment in this respect. The non-availability of statistical data and other 
information pertaining to the road transport in Indian prospective especially for uttar 
pradesh has been a major handicap for the researchers. The data that are available are 
many times inaccurate, ambiguous and scattered and thus, has to face innumerable 
difficulties in the collection, compiling and comparison of the data .The data has been 
used to analysis are confined to twelve years only, the present study is only confine to 
UPSRTC. Due to the non availability of fund and time, the researcher visited only 
Aligarh, Lucknow and New Delhi. Therefore, its finding may not hold true for the 
whole country. 
Thus, the study has been conducted on under several limitations, still researcher 
is confident that the conclusion drawn would be fruitful and able to provide a useful 
base for the fiiture working and development of the corporation as well as the transport 
sector in India. 
The main emphasis of this research work has been given to evaluate the 
working and performance of UPSRTC. In total there are five chapters to analyse the 
present research work. Chapter one presents the introductory framework of the study. 
In Chapter two discussion has been made on "Road transport in India - an overview" 
whereas Chapter three presents" A brief profile of UPSRTC. The main emphasis has 
been given to review the historical background, organsational structure and various 
services offered by State Corporation. Chapter four is dedicated to evaluate the 
"Working and performance of UPSRTC" which is the main subject within the study. 
In this direction, the main focus has been made on "Income and Expenditure" along 
with efficiency of Corporation. Last and final Chapter deals with laying down 
"conclusion and suggestions". It is a fact that transportation is a main component of 
infrastructure of an economy, it is on this sector the economy of a country accelerates, 
since road transportation provide door to door facility which other modes of transport 
fail to provide, rnakes the road transport unique and important for the development and 
growth of other sectors of economy. It is highly presumed that roads are the mirrors of 
socio economic conditions of an economy. This sector provides direct and indirect 
employment opportunities to lakhs of people in India, besides providing massive 
revenue to government exchequers, and as transport system performs a variety of 
useful functions and plays a significant role in the supply of input factor enlarging the 
size of markets, fetching better prices, promoting labour mobility, providing a fillip to 
the establishment and development of industrial enterprises etc. This sector is gaining 
more popularity and acceptability, which is evident from the fact that "over 85 percent 
of passengers and over 65 percent of freight move by roads. 
• Road transport today plays a significant role in the movement of passengers and 
goods. It can function in an exceptionally flexible and diversified manner, 
supplementing other modes of transportation, opening up new avenues and 
offering new services. It results in saving of both, time and costs. It brings the 
remote areas into contact with the towns and cities. 
• Buses, the most pre-dominant mode of public transport for a majority of low 
and middle income group in the state, form a vital part of the economical and 
social fabric of all our towns and cities enabling people to work, to shop to get 
to educational institutions to socialise and to perform other activities. Travel 
demand in a region is the result of socio-economic and administration inter-
actions among the various states, cities, towns and outskirts. Cities have the 
services like schools, hospitals, marketing centers, agricultural service units and 
so on, which attract people from the nearby settlements. Similarly, the towns 
that have beUer services like higher education and medical facilities, 
agricultural marketing units and so on, can attract travel from longer distances. 
Extending this argument further, cities, with the specialised facilities in the 
agriculture, industry, education, health care and so on, attract travel from still 
far off places. The resulting pattern of travel in a region, therefore, comprises of 
layers of inter city travel, remote level service centers to higher level centers 
and inter city movements. 
Keeping in view, the above stated needs UPSRTC and other private operators 
are playing an important role in moving the passengers and commodities from 
one place to another UPSRTC operates long distance and shuttle services in 
different parts of the state. These services are mainly operated to connect 
important towns with each other in the state and to join tehsils, blockhead 
quarters and other important rural areas with district headquarters. Deluxe and 
semi deluxe services, inter state services, and bus services to hilly regions are 
also provided by the UPSTRC. It also provides concessions to the students of 
rural areas. Monthly pass on 30 single journeys is allowed on rural areas basis. 
The facility of Janta pass is available in ordinary buses in rural areas. UPSRTC 
also issues concessions to handicapped/disabled person and his one escort. 
The number of buses in UPSRTC during the period 1991-92 to 2002-03 
decreased from 8089 buses to 6165 buses, 1924 buses almost 23.78 percent 
decrease. In the state UPSRTC buses moved 1359.39 lakh of passengers and the 
number of passengers carried per bus per day on road was 133 and fleet 
utilisation was 90.8 percent over the each subsequent years. The reason of 
declining is paucity of fund and Central Govt, is not providing any fund to 
UPSRTC since 1988-89. 
• The Number of employees decreased from 57693 employees to 44508 
employees during the period 1991-92 to 2002-03 approximately 22 percent 
decreases, because of the fact that Non-availability of fund that's why 
appointments of new employees are not taking place. 
• The Capital receipt of UPSRTC was Rs. 349.53 crore in the year 1991-92, 
which rose to Rs. 812.38 crore by the end of 2002-03. It is increased by 
approximately 132 percent. The reason of increasing capital receipt is there are 
many source of income of UPSRTC such as income from buses, advertisement 
earning, from interest and others and all these increasing every year while the 
revenue receipt of UPSRTC in the year 1991-92 it was Rs. 20817.20 lakh 
which increased to Rs. 47422.28 lakh in the year 2002-03, It is increased by 
127.80 percent during the whole period because capital receipt is increasing, 
along with traffic revenue, passenger tax and other revenue. 
• In UPSRTC capital expenditure was recorded Rs. 30.85 crore in the year 1991-
92 which increased to Rs. 113.94 crore by the end of 2002-03 where as revenue 
expenditure are also increasing every year. It was Rs.382.96 crore in the year 
1991-92 which increased to Rs. 867.57 crore by the end of 2002-03. It is 
negative growth of any Corporation that expenditure is increasing more than 
income. The capital investment made by UPSRTC has been resulted in negative 
grov^ which was increased from Rs. -33.43 crore to Rs. -55.19 crore during 
1991-92 to 2002-03. 
• UPSRTC is a public utility and important constituent of the nation's 
infrastructure are thus, providing city and inter-state lost effective and efficient 
public transport services to the poor and middle-income group of the state. It 
has played a great role in carrying people from their far-off scattered locations 
of households to work centers, improving mobility, minimising regional 
disparity, poverty and untouchability also contributing to the overall socio-
economic reconstruction of the economy. 
• The responsibility to make plans for construction, maintenance and 
development of roads lies on the State Government. But in Uttar Pradesh, the 
government does not really know how many roads in the stale need repair. It 
even does not have information on how many roads repair work has been 
started and how many of them are left half finished. 
• More than 1000 crore rupees are spent annually on the construction of roads, 
but how much actually is spent for the purpose that nobody knows. It is no 
longer a secret that in the name of constructing new roads, crore rupees go into 
the pockets of politicians, officials and contractors, the unholy trinity, which 
works in unison. There are many instances of roads being constructed only on 
papers. The roads from Barhapur to Najibabad, Barhapur to Afzalgarh and 
Kotdwar are the instances of roads constructed on papers. Similar is the 
position in Varanasi, Faizabad, Jalaun, Hathras and other districts of Uttar 
Pradesh. 
• It is interesting to note that during 1947-2003, the road length in Uttar Pradesh 
has been increased only 22 times while the vehicle population has increased 
149 times over the same period. This inadequate road network has lead to 
higher transportation cost, which has severely eroded international 
competitiveness of the economy. "Commercial vehicles in India are able to run 
only 200-250 Kms per day as compared to 500-600 kms per day in the 
developed countries. 
• The present scenario of road transport is a combination of bad vehicles, bad 
roads, unsatisfactory crew coupled with poor managerial attention and poor 
financial viability. It appears that many circumstances and events have 
conspired against the provision of a satisfactory level of road transport. If one 
expects road transport operations to expand, the environment needs drastic 
changes and congenial policy postulated. The present outcome is the result of 
the present policies, which need total revamping. 
• Road transport is obstructed by a number of barriers created by a host of tax 
collecting agencies like municipality, sales tax department, entry tax collectors, 
enforcement agencies like police, forest Department etc. These barriers not only 
hamper free and speedy movement of goods and services but also cause 
wastage of oil and provide opportunity for harassment and extortion. 
Considering the importance of road transport in recent years and increasing 
growth of both passengers and freight traffic the present road network should be 
strengthened and upgraded. The State government should give urgent consideration to 
the following suggestions, which are offered by the researcher after evaluating various 
aspects of UPSRTC. 
• It is suggested the roads should be free from potholes and patches. Road 
development department should make enthusiastic efforts to repair such 
potholes and patches timely, it will not only reduce accidents and damages to 
vehicles but will improve fuel consumption also. 
• It is recommended that to construct over, under, weak and narrow bridges on 
the railway crossings and where ever it is necessary to ensure uninterrupted 
flow of traffic. 
• It is suggested that Construction of bye passes, ring roads and express ways on 
state highways and major district roads where traffic has to be pass through 
congested town, it is also essential, such bye passes should be identified within 
a year on the basis of preliminary surveys and they should be constructed in the 
phased manner. Major town having a population of more than one million, need 
ring roads around them for better movement of traffic, ring road should be 
constructed in consultation with the housing department. And priority should be 
given those towns where local bodies should be willing to contribute 25 percent 
of the cost of the project. Expressways are also required to be constructed to 
facilitate fast vehicular traffic to curtail the traveling time.. Construction of such 
expressways should be undertaken of the principal of build operate and transfer 
in the form of toll road. 
It is recommended that in the development of roads in urban areas, public work 
department role should be widened and strengthened. And inter department 
committee headed by the district magistrate for the district towns and by 
divisional commissioner for the divisional towns should be set up to make 
suitable recommendation for the development of facilities needed for the 
smooth flow of urban traffic and such recommendation should be executed in a 
phased manner. 
It is suggested that adequate fund should be provided for the maintenance of 
roads in accordance with the recommendation of the tenth finance commission, 
an yearly increase of 15 percent in the budgetary allocations should be provided 
in a district and state sector. Funds are available from the centrally sponsored 
scheme and scheme of the state government should be dovetailed for the 
development of roads in the state. Funds available for construction of roads 
with Mandi Parishad, cane department, DRDA and Zila Parishad Panchayat 
should be transfered to the public work department for which necessary 
amendment, if required, should be made in- the rules. Maximum institutional 
finance should be arranged from NABARD and other financial institutions for 
the development and construction of roads and bridges and arrangement for the 
timely repayment of such loans should be ensured. External financial assistance 
for widening and strengthing of state highways and Major District Roads and 
construction of bridges should be obtains from the World Bank and Asian 
development bank. 
The private sector should contribute significantly for the construction of roads 
and bridges for which the private entrepreneurs should be allowed to collect toll 
to recover the cost of the project and a reasonable return on investment. The 
rates of toll and the period of toll should be decided by the state government for 
each build operate and transfer project. The government should adopt a 
transparent policy for build operate and transfer project and every entrepreneur 
should be provided equal opportunities and the work should be awarded on 
open tender basis and not on the basis of memorandum of understanding for 
such projects, as far as possible, government agencies should also forge joint 
sector partnership with private entrepreneurs, on the basis of equity 
participation. Detailed guidelines should be prepared and issued by the 
government for the execution of build operate and transfer projects in the state. 
It is suggested that a certain degree of efficiency in construction is very 
essential for the development of reliable and durable infrastructure facilities. 
For this, standards of quality and definite procedures to ensure quality are to be 
clearly enunciated. The standard of quality in construction works should be the 
same as determined by the Indian roads, congress and bureau of Indian 
standards. It is also essential to test the quality of construction works from time 
to time to achieve the desired quality. To ensure the required quality in the 
constructron works, the following arrangement should be made. 
The research institute in the public works department should be strengthened 
and this institute should enter in to a memorandum of understanding with the 
central road research institute, New Delhi to work more effectively to achieve 
the desired level of quality. 
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It is recommended that for the safety of traffic, it is essential to check ribbon 
development along the roads for the safety of traffic, it.is essential to check 
ribbon development along the roads and for this purpose, Uttar Pradesh 
Roadside, Land Control Act 1945, Public Premises Eviction Act and Uttar 
Pradesh Urban Development (Amendment) Act, 1997 should be implemented 
more of traffic with the help of private entrepreneurs. In the urban areas, roads 
are extensively damaged due to water logging. To avoid these damages, 
necessary arrangements should be made for proper drainage. Local bodies 
should be responsible for making adequate arrangements for drainage system. 
Computerised data bank should be established to implement the construction 
and maintenance works in a planned manner. The data bank should have to 
details of every road, its width, thickness of its crust. Composition of crust, 
engineering properties of earth in sub grade, details of culverts, bridges and 
permanent land etc. In addition to this, traffic density in terms of commercial 
vehicles per day, passenger car units and details of accidents on the road should 
also be kept in the computerised data bank. 
As far as possible, funds to the extent of the entire cost of the project should be 
released at a time, so as to avoid the time and cost over runs. The department 
should fix the responsibilities of officers at different levels for timely 
completion of construction land maintenance works and necessary action 
should be taken against negligent officers. Uttar Pjfadesh State Bridge 
corporation should be the nodal agency for construction of projects under the 
Build-operate-Transfer System. Divisional Commissioners should be 
empowered to issue financial sanctions of works under the district sector 
schemes. It should lead to decentralisation of power and quicker 
implementation of schemes. 
The system of internal financial advisor should be introduced at the government 
level for better financial management, transparency and speedy issue of 
sanctions. For the development of human resource, inservice training 
programmes should be conducted to impart training to Junior Engineer, 
Assistant Engineers and other Senior Officers according to the nature of their 
work and seniority so that they are kept abreast of the latest construction 
technology and are able to efficiently execute the construction works with the 
highest standards of quality and in accordance with the financial rules. 
While taking up new road construction projects particular attention should be 
paid to conserve environment. Extensive tree plantations should be undertaken 
along the roads through social forestry. 
In the context of shortage of funds in the road development, rationalisation of 
road user charges, re-structuring of road finance and diversification of finance 
must be considered. Scope for greater public participation and tapping of non-
governmental sources has to be explored. "Road Maintenance Fee" should be 
charged from different vehicles and this fund should be used for road 
maintenance. 
The existing design standards for road layouts need to be reviewed and revised 
so that these are more relevant for improvement of existing earthen tracks roads 
in agricultural areas. Instead of undertaking improvement of the whole length of 
the track as is conventionally done, only spot improvements can be undertaken 
at major bottlenecks to the traffic. These bottlenecks can be identified through 
road condition surveys. The spot improvements include provisions of missing 
cross drainage works, improvements of drainage system, raising of the road 
formation in poorly drained areas, improvement of road sections passing 
through marshy areas or weak soils, selective provision of hard pavement crust 
and improvement of sight distance. Such improvements will be very cost 
effective 
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• A large number of local materials including laterite, moorum, kankar, and 
natural soil gravel are available in the country, which can be effectively used 
for road construction. Good quality earth and gravel roads could be very 
conveniently constructed in most parts of the country by using the local 
materials. These roads are ideally suited to remote areas where the initial level 
of traffic is generally low and policy of stage development is to be adopted. 
These roads require low initial capital investment and low maintenance cost. 
With the growth of traffic, these roads could be suitable upgraded. 
• Simple quality assurance procedures can be developed and introduced for road 
construction to increase the overall service life of roads network. This could be 
achieved through setting up quality control laboratories in these areas with 
simple equipment for quality control and necessary training to the field staff in 
performing various tests related to quality control. 
• Roads surface decays and deteriorate under the constant use of vehicular 
wheels. The damaging effect of vehicle load is cumulative in nature. The more 
the traffic and higher the wheel loads, the more will be the deterioration and 
consequent need to strengthen the road crust. Since pavement design is based 
on cumulative number of standard axle loads over the design service life, higher 
axle loads cause premature distress of road pavements. This means higher 
operating cost of vehicle and need for increased outlay for maintenance of 
roads. It is therefore, necessary for the enforcement machinery to check over 
loading of the vehicles so that cost of maintenance of roads may be minimised. 
• A proper policy guideline is required to arrive at the optimum combination of 
public as well as private operations in road transport. 
• Unnecessary checks and restrictions on the movement of goods and services 
should be-minimised. 
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In order to raise the necessary capital, the road transport sector should be 
declared a priority sector and the financial institutions should be encouraged to 
lend for the improvisation and over all computerisation of the sector. 
The Central and state government should make available wayside amenities like 
parking place, drinking water, repair shops, clean and hygienic toilets, godowns 
and booking offices, security and safety on roads to the travelers as well as for 
the truckers. 
Traffic department should be strengthened to conduct different types of surveys 
periodically and to provide adequate effective services according to the 
passenger's needs in the state. 
Divisional Managers and Regional Managers should monitor the monthly 
performances of the Checking Inspectors and effective disciplinary action 
should be taken against inefficient hostile inspectors. 
Over the years, it is observed that the overaged buses are increased. The main 
drawback of increasing in such number is the reduction in the efficiency of 
Corporation. In order to overcome this problem, it is suggested that the 
corporation should launch new buses not only to improve its efficiency but also 
to minimise the incidence of overloads. 
It is also suggested that VRS (Voluntary Retirement Scheme) should be 
implemented forcefully in case of old age employees and sick employees 
especially drivers to avoid accidents. In their places motivated and young blood 
work force who are efficient and expert in their respective fields should be 
appointed. 
UPSRTC should start courier business of small size letters and parcels. It 
should ply goods vehicles on roads. It v/ill play a rich dividend to UPSRTC. 
UPSRTC should review its strategy of pleading from the government to reduce 
taxes and social concessions or merely to increase fares. The new strateg\' 
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should be to take a major part in road development and claim from the 
budgetary allocations their capital needs on the promise of providing efficient 
road transport network. It should sign memorandum of understanding with 
Panchayat Samities and Zila Parishads on the level of service to be provided in 
these areas and in return seek capital grants for purchase of buses and provision 
of passenger's amenities without adequate transportation It has been found that 
neither UPSRTC has achieved profitability, nor the passengers' satisfaction has 
been achieved by road transport service. The reasons are inadequate growth of 
services, old fleet and inadequate infrastructure facilities, absence of rational 
fare policy, high incidence of motor vehicles taxes, poor customers services, 
inadequate professionals and committed manager, absence of coherent policy 
framework, unsuitable and improper checking system, permits to private bus 
owners on profitable routes, large scale clandestine operations and wide 
variations in performance. 
• All the development programmes should be taken in a phased manner. The first 
phase should consists of collection and compilation of data on natural and 
human resources and preparation of integrated micro-level plans on all aspects 
of economic development taking into consideration the need of the people and 
by involving them and their representatives in this process and recruitment and 
training of different categories of personnel within the district, blocks and 
villages for development tasks in the district. The second phase should be the 
execution of plans in the different sectors through the various State Agencies 
and the task force and its personnel trained for the purpose. A committee at 
state level under the chairmanship of the Chief Secretary should provide a 
system for periodic monitoring and evaluation of the plans and their execution 
in the district. 
• Researcher finds that there are serious gaps in the database for the road 
transport sector at the slate and district level. Systematic information on traffic 
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• 
flows is not available because of multiplicity of transport agencies, 
predominance of single vehicle owner and absence of traffic recording 
procedures. In this context, following points may be taken into consideration. 
For systematic study of traffic flow of roads, our database should be 
strengthened and updated. The Ministry of Surface Transport and Planning 
Commission should cany on inter regional road traffic survey regularly 
At the Stale level. Transport Survey and Planning Cell should publish its repot 
on commodity movement more regularly and the state government should make 
fund available to the concerned department for the purpose. 
UPSRTC is a loss-incurring Corporation because of the paucity of fund in order 
to run its function smoothly. It takes loan from financial institution such as 
I.D.B.I. and L.I.C. these institution charge heavy rate of interest rather than 
bearing the burden of loan UPSRTC should utilise its own capital so that the 
Corporation can reduce losses. 
When any accidents takes place then UPSRTC has to pay compensation to the 
dependent of dead person or injured person / sufferer. In order to minimise 
number of accidents the UPSRTC should arrange the programmes of refresher 
training to their drivers. It is, therefore, suggested that UPSRTC should 
constitute a special fund in order to tackle this problem which of serious 
concerned. 
The employees of UPSRTC does not perform their duty properly because of the 
job security make them irresponsible, a remedy for such a problem is to 
privatise the UPSRTC 
In order to cover remaining avenues the UPSRTC should launch mini buses and 
inter city services in such a way that the earning of the Corporation would be 
enhanced. 
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• In UPSRTC every Zone and Depot should be computerise so that UPSRTC can 
function smoothly and it will be very convenient to fhe passenger to get 
reservation. 
• In order to enhance the efficiency of UPSRTC and reduce the pollution the 
Corporation should use CNG buses. 
• Drivers found to be exceptionally good in their working performance should be 
adequately rewarded. Following are the procedures for the award to the drivers 
found par excellence. 
a) First year not occurring accident (Zero accident) rewarded as Rs.50. 
b) Continuous second year not occurring accident (Zero accident) rewarded as 
Rs.lOO. 
c) Continuous third year not occurring accident (Zero accident) rewarded as 
Rs.150. 
d) Continuous fourth year not occurring accident (Zero accident) rewarded as 
Rs.200. 
e) Continuous fifth year not occurring accident (Zero accident) rewarded as 
Rs.250. 
f) Continuous sixth year not occurring accident (Zero accident) rewarded as 
Rs.300. 
g) More than sixth year not occurring accident during a year, rewarded as 
maximum of Rs. 300. However, there is provision in the corporation for further 
rewarded after six years. 
The researcher observed that the amount of reward is quite small. The drivers with 
zero accident should be sufficiently rewarded. The reward should also be made bonus 
linked and promotion based. The year specifies reward should be replaced with a 
continuous incentives to encourage the drivers to be more efficient component and 
productive. 
• At present, there is only one training school at Kanpur, which is insufficient for 
smooth functioning of UPSRTC. Keeping in view, the size of the corporation 
and state. It is, therefore, suggested that the number of training school should be 
established either at depot level or zone level considering the financial 
implications in this regard. If this venture taken up by the UPSRTC on war 
footing, the researcher is of the opinion that the smooth functioning of UPSRTC 
will be ensured. 
• Presently, the UPSRTC annual report is published in Hindi only, which has 
caused problems to the researcher and author, as both of them are not familiar 
with the terms used in it. It is, therefore, suggested that it should be published 
both in Hindi and English. 
• In order to increase revenue of UPSRTC the researcher suggests that dhaba 
owned by the corporation at bus stand and on highways should be developed 
and encouraged by the corporation to it, to provide hygienic fast food and 
beverages at the reasonable rates. Further, the buses should halt on its own 
dhabas rather than on the dhabas, hotels and motels owned by private 
entrepreneur. 
• Keeping in view the law and order situation in the state it is suggested that at 
least two security guard should be provided on long routes buses for the safety 
of the passengers not only in night services but also in daylight. This will result 
in building confidence among travelers for night traveling and the revenue 
could also fee ihcreased. 
• Since India is the fourth largest producer of ethanol which is used as oxygenate 
in the U.S.A, Sweden and the European union but India is taking use of it to 
make alcohol and used in the chemicals and petro chemicals sector and not yet 
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introduced in the transport sector which could cause immediate benefit such as 
less dependence of fossil fuel, reduction in air pollution and more business 
opportunities. In addition to this the long-term benefit such as scope for 
expansion of ethanol market and industry boom in the agriculture sector, 
business opportunities for auto manufactures, suppliers of spare parts, vehicle 
conversion companies and fuel suppliers and scope for emerging of new 
market. As the government of India these days given more emphasis on 
environment, ethanol, the environment friendly bio fuel will prove as a good 
substitute not only for petrol but also for diesel and its commercialisation would 
bring many fold benefits to the country. It is, therefore, suggested that UPSRTC 
should replace use of petrol and diesel with ethanol particularly in the present 
scenario of rising in petrol and diesel pricing globally which will definitely 
increase the operation of the transport sector and will ultimately would provide 
hardship to the common people by way of increasing the fare. 
UPSRTC should form a Vigilance Committee to watch the responsibility of 
employees, to see whether capital investment is utilised properly or not and 
observe functioning of dhaba (quality of food, low price, pure water etc) these 
are the key factors which need to be emphasise, therefore efficiency of 
UPSRTC will increase which would result in the profitability of the 
Corporation. 
While assessing the performance of North West Karnataka Road Transport 
Corporation (NWKRTC) the author witness that NWKRTC has taken a series 
of measures to improve its performance, making best use of the available 
resources. The dedicated team officers and officials have committed themselves 
in improving the overall perfonnance of the corporation by putting their 
concerted efforts. It is a matter of pride to state here that North West Karnataka 
Road Transport Corporation (NWKRTC) has been honored with award for the 
Minimum Operational for Moffusil service for the year 2001-02. Necessary 
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action has been taken by the corporation to maximise the traffic revenue by 
concentrating on timely and regular operation of schedules. Apart from 
maximisation of revenue, a number of steps have also been taken to control the 
cost of operation, especially the cost on variable items like fuel, tyres/tubes, 
lubricants, spares etc. As a result of these measures the corporation, which was 
making a loss of Rs. 14.00 crore during 1997-98 has turned the corner and is out 
of red. During the year 2002-03, the corporation made a gross profit of Rs. 
14.48 crore. The remarkable progress achieved in the important mechanical 
engineering parameters has contributed to a great extent in registering the 
profit. 
Keeping in view the poor performance of UPSRTC as it has been running in to 
losses for the last twelve year that is i.e. between 1991-92 to 2002-03, the author 
suggests that corporation should follow the pattern of North West Karnataka Road 
Transport Corporation (NWKRTC) as discussed in the preceding paragraph. If their 
task is taken up on war footing, the author is confident that the corporation would 
definitely start yielding profit in years to come. 
Roads and roads transport have to occupy a dominant place in the transportation 
system of our country. An efficient and effective road system is of vital importance to 
any economy. Roads are now recognised, as an infrastructure critical to economic and 
industrial growth and therefore proper up keep of physical condition of this 
infrastructure is very important. Roads are an enormous national investment and 
require regular maintenance to ensure safe passage at an appropriate speed and with 
low road user cost. Without adequate and timely maintenance, roads deteriorate in 
exorabley, leading to higher vehicle operating cost, increased number of accidents and 
reduced reliability of transport services. 
Finally, it is observed that the principal mode of transport for passengers and 
goods movement in Uttar Pradesh will continue to be road. Railway cannot conned 
each and every corner of the state, while road transport has the advantage of door to 
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door service and extended to hilly areas. It can transport goods of interior area and 
even load the goods of agricultural farms and industrial units located in remote areas. 
It provides the basic infrastructure for bringing the majority of people by connecting 
them with the rest of the country. Moreover, it has increased demand of road transport 
services, environment concerns quality of transport services, safety of operation and 
energy conservation has assumed significance. Thus the road transport has now to 
serve much wider range of purposes than before. Therefore, economic growth and 
prosperity of any country or state depends largely on the development of industrial 
sector as well as agro-based sector. The output of one is the input of others and both 
the sector are interdependent so far is input is concerned. In order to provide input 
timely the role of road transport is highly significant. There should come a rapid 
change for reviewing and updating the existing design practices and standards of 
construction and maintenance. The growth of road transport should grow at least at the 
rate of which economy is growing. In fact, the need to protect the existing road 
network and to keep it in good condition is paramount. 
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Introductory Framework 
The presents Chapter presents the objectives, research 
methodology, hypothesis, review oF [itcraliire, limitalions and desi}',n 
of the study. 
In the development of a particular area the connectivity by 
roads is a key factor for the strong network will undoubtedly play an 
important role in over all growth of the state because roads play a vital 
role in the field of strategic, social, economical, educational and 
industrial development of the area. Road Transport is one of the most 
important infrastructure for the overall growth and development of 
our national economy. This sector has great importance in affecting the 
socio-economic development of the country because roads are veins 
without which no development can take place. The same holds good 
for the state of Uttar Pradesh (U.P) where road transport had has 
assumed a pivotal position in the overall development of U.P. 
Therefore to regulate and promote transportation a Motor Vehicle Act 
1939 was passed that is why, the Central government passed the road 
transport Corporation Act in 1950 to establish State Road Transport 
Corporation in various States to provide cheap and adequate transport 
services to the passengers, giving powers to the States governments to 
acquire exclusive rights for operating road transport services. 
The U.P. government decided in 1947 that the passenger road 
transport services should be operated by the State. Other State 
governments also supported this decision of U.P. government. Uttar 
Pradesh has wide network of railways and most of the bus routes run 
parallel to the railways, which cause a sort of duplication of transport 
services. The result is that a very large area of the State is untouched 
by any means of transport. Road Transport Department has been 
given full control over the roads. It should not try a appropriate to 
itself orUy the more paying routes and neglect the unremunerative to 
promote equal transport development a scheme was placed in the 
charge of Transport Commission of U.P. since 1947. The operation of 
Buxer War taken up in May, 1947 and whole State was divided into 
the nine region which are these: Gorakhpur, Kanpur, Lucknow, 
Allahabad, Agra, Bareilly, Meerut, Kumauon and Garhwal. This 
scheme has done development to a great extent and bids fair to serve 
as a model for other States. The roadways of U.P. government have 
functional as a department of government under the Administration 
control of the Transport Commission who is also enforcement of 
Motor Vehicle Taxation Passenger and Goods Tax. A bold and wide 
step was taken by strictly instructing the entire staff of the roadways to 
extend utmost courtesy to the traveling public. 
Objectives 
The present study has been undertaken to examine and evaluate the 
working and performance of UPSRTC. Precisely the whole study aims 
at the following objectives: 
i) To discuss various aspects of road transport in India as economic, 
aspect, social aspect and political aspect. 
ii) To discuss various five year plans from first five year plan to 
tenth five-year plan. 
iii) To study the framework of UPSRTC. 
iv) To discuss the role and significance of UPSRTC. 
v) To discuss the infrastructure service provided by the UPSRTC. 
vi) To analyse the growth pattern of UPSRTC. 
vii) To evaluate working and performance of UPSRTC. 
viii) To identify major defaults and drawbacks in UPSRTC. 
ix) To make concrete suggestions to eliminate the difficulties and 
drawbacks that UPSRTC facing in its working and performance 
and for subsequent growth and development. 
Research Methodology 
A study of working and performance of UPSRTC since 1991 has been 
completed with the help of existing published literature and statistical 
information. Relevant information and necessary data have been 
collected from the primary as well as secondary sources, an analytical 
examination of the data with the help of relevant and detailed 
information of the collected data, an attempt has been made to arrive 
at certain conclusion with regard to the working and performance of 
state road transport system in Uttar pradesh. 
Hypothesis: 
Keeping in view the objectives of the study the following hypothesis 
has been developed for the verification and confirmation. 
i) To examine the details of different aspects of transport sector in 
India. 
ii) To analysis the overall performance of UPSRTC. 
iii) In spite of increasing expenditure the financial performance is 
negative. 
iv) In view of the competition with private operators UPSRTC has 
increased its mobility to attract its potential passengers 
Review of Literature 
In the presence of the above objectives of the research topic, the 
researcher has surveyed the bibliography of several Journals, 
Newspaper, Magazine and Annual report of UPSRTC. Thesis, 
Dissertation, which are available in the Maulana Azad Library, Faculty 
of Commerce, Aligarh Muslim University Aligarh, Delhi University, 
Jawaharlal Nehru University, New Delhi and also visited headquarter 
of UPSRTC at Lucknow. Road transport plays a very significant role in 
human life and in the development of country, that is why roads are 
also called the mirror of the economy moreover, the socio economic 
development of our country largely depends on road transport. It is 
not provide mobility to human being but also provides place utility to 
the commodity manufactured in a nation. It is the most excessable and 
affordable source of transportation as compare to other modes of 
transport. Road traiisport provides feeder facility to air, water and 
road transport because of the fact that road transport is the only 
provider door to door services. The services of water, air and railways 
are incomplete in the absence of road transport. With the tremendous 
growth the road transport helped immensely in the economic 
development in the nation. In India road traiisport facility provided by 
both private sector and public sector, though in the beginning the road 
transport sector was in private hand, which has only profit motive 
while public transport sector tries to provide the mobility to human, 
and goods at the lowest possible rate. Keeping in view, the 
development aspect of the nation since independence, transport sector 
in India has increased many folds. Lot of books, general and research 
paper are published in India, which provides information about the 
road transport. 
B.B Acharya and Sandip Ghosh (1997) "Transport" This work 
focused on various aspects of road transport in India. This work 
analysed the basic elements and components in the transport sector it 
also gives the picture of the changing role of technology and 
organisation in road transport sector. 
Bimalendu Mishra and Prasant Kumar Choudhury (1998) 
"Transport sector in India" In this study an attempt has been made to 
touch each aspects of transport in details, the growth and importance 
of each mode of transport along with the laws regarding the 
movement of passenger and goods in India has been highlighted, 
privatisation of transport infrastructure to offer quality services to its 
user with the recent policies of the government of India on 
privatisation has been prescribed in the lucid manner. 
Prasad, C (1975) "Role of transport in economic development 
with special reference to India" his work concert of the development 
aspect of transport in India besides the problem faced by different 
agencies involved in the development of transport has been very well 
highlighted. 
Jain J.K (1986) "Transport Economics" In his book he has 
emphasised on the macro level aspects of transport condition. He has 
analysed the socio- economic significance of trar\sport before and after 
independence. 
Beach D.S (1980) "The management of people at work" he has 
highlighted appraisal methods, rating scales, management by 
objectives, interpersonal comparisons, organisational influences, 
appraisal and personal development have been thoroughly dealt. 
Jeremy Bentham "Roads are the veins and arteries of a country 
through which charmels every improvement" a renowned author has 
been attempted regarding the general importance of roads in modern 
world. The road is one of the great fundamental institutions of human 
being. The people without roads just like people without intercourse 
with the outside world, thus can get be isolated from men the builder 
of civilisation. 
K.P.Bhatnagar, Satish Bhadur, D.N. Agarwal, S.C. Gupta, B.S. 
Mudgal (1974) "Transport in modern India" An attempt has been 
made in a sober analyse the theory of transport and a critical 
description of the transport system in India, which provides 
informative and instructive aspects of transport in detailed manner. 
Gwilliam.K.M (1964) "Transport and public policy" In his book 
made a through analyse of scope of public policy with regard to 
transport in general and road transport in particular. The work also 
eliminates on the optimum utilisation of resources to provide better 
and efficient transport services in an economy. 
Creswell Roy (1977) Passenger Transport and the Envirorunent" 
This book focus on these four factor public transport in the urban 
structure, transport in the local environment, new development in 
passenger transport, design for public transport which are almost 
important if public transport is to become a real alternative to the car 
for journeys within urban areas. 
Milne, A.M "The economics of inland transport"(1955) Sir Issac 
Pitman and sons Ltd.(London) An author focus function of transport, 
cost of transport pricing of transport, organisation of transport and 
framework of transport in this issue. 
Mathew has discussed the role of rail and road transport in 
India. He emphasise that degree of economy and efficiency in the 
transport industry as a whole determined by organisational 
consideration in the context of unit sizes. 
Singh and Kidifeli have examined the present troubled state of 
Indian road trarisport they emphasised on the absence of modern 
highways, traffic congestion, opinion that congestion leads to haulage 
of goods, time consuming and expensive. They also make specific 
suggestions to meet the problems of the road transport. 
Naidu, B.V.N, has studied the economy of motor transport. He 
has analysed the state transport system of Travancore and Hyderabad, 
the united Motor Service of Coimbatore and the working of the 
London passenger transport board. 
Tuff, Charles A. in his book " Commercial Motor 
Transportation" was highlighted the magnitude of motor 
transportation, property-carrying aspects of commercial motor 
transport and passenger carrying aspects of commercial motor 
transportation in U.S.A. 
Farrooque, Abdul Khair Muhammad has described the 
geographic and economic background of Mughal roads and 
communication system. He has also discussed the techniques of roads 
construction in that period. Ram Chandran, Agnihotri, Pathak, 
Sachdeva. Chottapadhayaya and Mahajan have studied the role of 
road transport in India while Chand and Jagadeva have studied the 
role and problems of nationalised road transport undertaking. 
Srivastava in his report on yearly work description of 
UPSRTC, 1991-92 has provided important informations about the 
organisation of UPSRTQ Zonal Board of directors of transport 
corporations, operations of UPSRTC, human resource development of 
UPSRTC and its workshop organisation. He has also suggested some 
points to make the condition of its operation good. 
Kulkarni, S. He has analysed the working of transport sector in 
Maharashtra, he has also suggested some measures to overcome the 
various problems of road transport, which are faced by the passengers 
in the state of Maharashtra. 
Singh, Katar and Maheshwari Shri Ram have discussed the 
different policies about road development while John M. Riley in his 
research book has clearly done painstaking work about road transport 
network. He has provided several insights on how to improve the 
conditioris of the poor roads, Parikh, Kirit S. and Kumar Singh, Ajit in 
their reports have presented the true picture of the over all 
development of India and U.P. respectively. 
The National Council of Applied Economic Research (NCAER) 
conducted a survey on "Some Aspects of Goods Transport by Roads 
Region" in 1958. This council studied the problems of lorry transport 
industry in a region. The special feature of the study was the careful 
analyse of the organisational features and operational problems of the 
goods vehicles operating in Delhi. The committee on Transport Policy 
and Co-ordination in its interim report in 1961 and final report in 1966, 
has made brief references relating to the problenos of goods transport 
by roads. The committee has also analysed the important points of 
nationalissation of goods transport by roads in different states. The 
Road Transport Taxation enquiry comnuttee, set up by the 
Government of India under the chairmanship of Dr. B.V. Keskar, has 
studied the problems of road transport and the tax element in the cost 
of operation of road transport. This committee has submitted two 
interim reports; first report covering inter-state transport in 1966 and 
the second report on octroi and other check posts as desired by the 
Central Goverrunent in June 1967. 
Baig Nafees in his article "Development of Rural Transport 
And Its Impact On Agro-Industrial Growth In U.P." has highlighted 
various dimensions of the problems of rural transport and has 
examined. The effectiveness of rural transport system for agro-
industrial development of U.P. He has analysed that the development 
of road transport system has increased production and productivity 
through optimum utilisation of resources and has brought about non-
economic (social, cultural, legal, ethical and technical) changes in the 
rural framework. 
Hanumanth Rao, Chaudhry in his article "Re-Defining the Role 
of STUs to Encourage Private Sector Participation in Passenger Road 
Transport" has analysed that the state transport undertakings have 
large fleet and employ a large number of workers to operate the 
business. He has studied that STUs have played an important role in 
the country today. He has suggested that STUs should focus their 
attention more exclusively on customers, their needs, their satisfaction 
and related issues of customer service. He has also conducted an 
experiment on Deregulation and privatisation of road passenger 
transport in U.K. 
Roy, Dilip in his article "Surface Transport - A strategic need 
for a total change" has highlighted the objectives, physical parts and 
special characteristics of transport. He has analysed the strengths and 
weaknesses of road and railway transport. According to him, short 
distance road transport may be welcomed in near future, chargeable 
battery operated small capacity vehicles. But for a longer distance 
there is a need to introduce fast motorways and exhaust free public 
carrying units. He has also expected a conceptual change in the total 
transport system for a long term solution to environmental constraints 
and threats. 
Tripathy, P.C., in his article "Interface Between Surface 
Transport and Economic Development" has studied that infra-
structure development is a pre-condition of industrialisation and it 
creates a base on which the super-structure of economic activities is 
built up. He has examined that in Orrisa, State Govt, has played an 
increasingly greater role in the development of infrastructure. As 
regards plans' efforts of Orrisa Government about 70 percent of its 
plan expenditure has been incurred on infrastructure development. 
According to him, the main techniques for road construction and 
maintenance are budgetary supports, development and maintenance 
of roads on tool basis, creation of an extra budgetary fund by levy of 
specific user tariffs and private participation. But the only alternative 
on the horizon is private sector participation. 
Meera Mohiadeen, P.M. in her article "Privatisation of 
Roadways: Pathways to development" has high lighted that India has 
the third largest road network in the world after Japan and U.S.A. She 
has studied that roads connect 70 percent of the rural areas, which is 
otherwise detached with urban India. She has also analysed that 
Mexico, China, Malaysia have experimented the concept of 
privatisation by infusing private sector capital and expertise in the 
road construction. Hence, it is the need of the hour to look-into the 
privatisation concept in greater detail and knows the future challenges 
to the Indian roadways. 
Gawhane, S.H. in his article "Road Transport -Some Policy 
Issues" has discussed the growth of motor vehicle, strength of bus 
system and mass transit system. He has also felt the need for 
developing management information system for private sector. 
Selvam, M. in his article "Urban Road Transport Scenario in 
India" has examined that road transport has played a dominant role 
not orrly in the economic and political sphere but also in the social 
sphere. He has presented the current situation of urban road transport. 
According to him, the urban population of India is increasing at a 
much faster rate when compared with the increase in the total 
population. Big cities are becoming bigger due to increasing migration 
from the remote areas. He has also suggested some important 
measures to revamp the ailing urban road passenger transport system. 
Mathur, J.S. in his article "STUs - Performance Appraisal" has 
highlighted that there are 70 state transport undertakings working in 
our country under different forms of management. Out of them, 21 are 
functioning under the corporate form, 31 as government companies, 8 
under departmental form and the rest as municipal undertakings. He 
has also analysed the financial performance, social burden to STUs, 
taxes paid by STUs and volume of operation and load factor. 
On the basis of above literature, it can be easily summed up that 
though there are a lot of books, reports, statements, case studies and 
articles on the sub-subject, yet they can not be considered as sufficient 
material for purposeful analyses. My work to present this study on " 
A Study of Working and Performance of UPSRTC since 1991" can be 
considered as an addition to what is already available on the subject. 
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Limitations 
Possible precautions and efforts were made to ensure the validity of 
the research however the study was limited in its scope. A work of the 
nature requires an extensive study of the available literature but the 
paucity of literature is a great impediment in this respect. The non 
availability of statistical data and other information pertaining to the 
road transport in Indian prospective especially for uttar pradesh has 
been a major handicap for the researchers. The data that are available 
are many times inaccurate, ambiguous and scattered and thus, has to 
face irmumerable difficulties in the collection, compiling and 
comparison of the data .The data has been used to analysis are 
confined to twelve years only, the present study is only confine to 
UPSRTC. Due to the non availability of fund and time, the researcher 
visited only Aligarh, Lucknow and New Delhi. Therefore, its finding 
may not hold true for the whole country. 
Thus, the study has been conducted on under several 
limitations, still researcher is confident that the conclusion drawn 
would be fruitful and able to provide a useful base for the future 
working and development of the corporation as well as the transport 
sector in India. 
Design of the Study 
The main emphasis of this research work has been given to evaluate 
the working and performance of UPSRTC. In total there are five 
chapters to analyse the present research work. Chapter one presents 
the introductory framework of the study. In Chapter two discussion 
has been made on "Road transport in India - an overview" whereas 
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Chapter three presents" A brief profile of UPSRTC. The main emphasis 
has been given to review the historical background, organsationai 
structure and various services offered by State Corporation. Chapter 
four is dedicated to evaluate the "Working and performance of 
UPSRTC" which is the main subject within the study. In this direction, 
the main focus has been made on "Income and Expenditure" along 
with efficiency of Corporation. Last and final Chapter deals with 
laying down "conclusion and suggestions". 
In the next chapter researcher has made an emphasis on "The 
road transport in India an overview" 
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Road Transport In India an overview 
Topography of India 
In the present chapter "Road Transport In India an overview" an 
attempt has been niade to discuss the topography of India, meaning 
and defirution of transport, historical background of road transport, 
economic aspects of trarisport, political aspects of transport, social 
aspects of transport, Nagpur plan, various five-year plans, recent 
development state and national highways in India. 
India occupies a strategic position in Asia, looking across the 
seas to Arabia and Africa on the west and to Burma, Malaysia and the 
Indonesian Archipelago on the east. Geographically, the Himalayan 
ranges keep India apart from the rest of Asia. India lies to the north of 
the equator between S°4' and STV north latitude and 68° 7'and 97° 25', 
east longitude. It is bounded on the south west by the Arabian sea and 
on the south east by the Bay of Bengal. On the north, northeast and 
the northwest lay the Himalayan Ranges. The southern tip, 
Kanyakumari is washed by the Indian Ocean. India measures 3214 km 
from north to south and 2933 km from east to west with a total land 
area of 32,87,263 sq km. It has a land frontier of 15200 km and a 
coastline of 7516.5 km Andaman and Nicobar Islands in the Bay of 
Bengal and Lakshadweep in the Arabian Sea are parts of India. India 
shares its political borders with Pakistan and Afghanistan on the west 
and Bangladesh and Burma on the east. The northern boundary is 
made up of the Sinkiang province of China, Tibet, Nepal and Bhutan. 
India is separated from Sri Lanka by a narrow channel of Sea formed 
by the Palk Strait and the Gulf of Mannar. The mainland comprises of 
seven regions 
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(1) Northern Mountains including the Himalayas and the 
Northeastern mountain Ranges. 
(2) The Indo Gangetic plain. 
(3) The Desert. 
(4) Central highlands and peninsulas plateau. 
(5) East coast. 
(6) West coast. 
(7) Bordering seas and islands^. 
hidia's population stands at 1027 million (m) as per 2001 census 
out of which 531.3 m are males and 495.7 m are females. This includes 
the projected population of 10.69 m of Jammu and Kashmir. The 
second most populous country. India is the home of 16.7 Percent of 
world's population. The country however, accounts for 2.42 Percent of 
the total world Area. Since the population and area of the country is 
quite large so there is requirement of immense transportation network 
not only to transport goods from one part of the country but also to 
provide smooth transportation of people as welP. 
India has one of the largest road networks in the world. The 
volume of road transport in India has been growing at an average rate 
of 10 percent and it has emerged as one of the preferred modes of 
Transport. The country's total road length is 2.7 m km (as per year 
2000-01). The National Highways network of 34298 km constitutes 
less than 2 percent of the total road network but carries nearly 40 
percent of the total road traffic. It is estimated that road traffic, which 
accounts for 80 percent of passenger traffic and 60 percent of goods 
traffic, will account for 87 percent and 65 percent respectively by the 
year 2002. To meet a traffic expansion of such magnitude, about 20 
percent of the National Highways need widening from single to 
double lanes and about 70 percent of two lane roads have to be 
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strengthened and selected corridors on National Highways need 
conversion into expressways. The parliament approved the National 
Highways (Amendment) bill in 1995, which provide for private 
investment including foreign in building of Natiorial Highways and 
their maintenance^. 
Meaning and Definition of Transport 
In general, transportation means the conveyance of persons or goods 
from one place to another in a vehicle. It minimises the adversity of 
distance and results in creation of utilities for resources and products. 
Transport eliminates the barriers among different places, regions 
thereby permitting unrestricted movement of scarce resources. It has 
two dimensions first is movement of persons and second is movement 
of goods. The present research works focus on the movement of 
persons in specific and movement of resources in general because of 
the fact that Uttar Pradesh State Road Transport Corporation 
(UPSRTC) is providing mobility to men. 
The transport industries, which undertake nothing more than 
the mere movement of persons and things from one place to another, 
have constituted one of the most important activities of men in every 
stage of advanced civilisation. In fact, the whole structure of industry 
and commerce rests on the well-laid foundations of transport. 
According to Prof. Seligman, "that country is most prosperous 
which aims at three fold improvement programme in transportation of 
men and materials transmission of power and communication, of 
ideas". Efficient administration, niilitary defense, famine relief growtli 
of agriculture, industries and trade effective movement of food and 
other necessaries of life and equalszation of their prices, even 
distribution of population and the growth of towns and ports all 
depend on the efficiency and sufficiency of transport system"*. 
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Those days are now dead and gone when small communities 
inhabiting distant tracts of land were economically self-sufficient 
producing all the vast range of goods. In the modern age of 
specialisation such a self-sufficient society is inconceivable. Now, 
people reap the advantages of the territorial division of land, labour 
and the operation of the theory of international trade. Thus, nations 
depend upon one another for the supply of raw materials and finished 
products, for the maximisation of human sadsfaction. It is imperative 
that the scarce resources, which have alternate uses, have a constant 
flow, which is obstructed due to the physical separation of different 
countries. It is the transport, which helps human beings in removing 
these unwarranted barriers of physical separation and enables a given 
flow of resources to produce greater results. 
The demand for transport is a derived demand. Transport is 
demanded due to demand for goods and services in places where it is 
in shortage. The level of production and consumption in a country in 
different sectors of the economy therefore decides the fortune of 
transport sector. Public administration, diversification of industries, 
mass literacy programmes, community development programmes and 
tourism has increased the demand for transport. The introduction of 
transport system opens up new avenues for investment of capital and 
en\ployment of labour. Transport eliminates the barriers among 
different countries, different places and regions thereby permitting 
unrestricted movement of scarce resources. Transport is a subsystem 
of our culture and civilisation. Large volume of global business 
activities, spread of multinational corporations, the intensity and 
velocity of merchandising and commercial activities, the speed and 
intensity of business competition, development in the field of 
communications bears an eloquent testimony of contribution of 
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transport. Transport is an indispensable business activity. Lack of 
transport or disruption in transport resulting in losses to several 
factors of production, leads to colossal wastage of scarce economic 
resources, causes social tension and ultimately cripples the national 
economy affecting the gross domestic product and national income. 
It minimises the adversity of distance and results in creation of 
utilities for resources and products. Transport is the medium to 
provide linkage with distant places for demand and supply of goods. 
Its need mainly arises due to social and economic necessity and 
regional disparity, which requires movement of men and materials 
from one place to another. Transportation involves relocating the 
objects by an energy consuming mechanism, through an 
environmental medium. Transportation services are characterised by 
several inter-relationships. The superior quality transport services 
permits scope for modification as per the requirenient of the users and 
reduces the transportation cost to increase the satisfaction of 
individual customers. A system of transportation is to be enforced by 
rules to maintain coordination among the various transportahon 
systems to serve the society in an optimal manner. Congestion of 
transportation system with or without adequate demand will 
jeopardize the very objective of providing quality service to the users^. 
Historical Back Ground of Road Transport 
The history of Indian roads can be traced back since long ago. In olden 
times, mainly the kings or ruler especially for the purpose of war 
cor\structed roads. The promotion of trade and a desire to maintain 
law and order in the country were the goals of most of the Indian 
rulers, for this purpose a good system of roads were constructed 
before the Mughals Period the excavations at Mohenjudaro in Sindh 
18 
and Harappa in Punjab, have revealed that in these cities which 
existed in 3500 B.C and 2500 B.C respectively, had the good road 
system with streets and have proper drainage system. ^ 
Trading centers were few, which explains the absence of 
reference to roads in the earliest religions literature of India. 
"Kautilya's Arthshastra" written near about 300 B.C. recorded that in 
Mauryan age, that the Chariot roads, royal roads and the roads leads 
to country parts and pasture grounds were 24 feet in width, roads 
leading to military station burial grounds and villages were 7 Vi feet 
wide and roads for minor quadrupeds and main were 3 feet in width.'^ 
Magasthenes as referred to by Aryan and Strebo, describes at 
some length the royal road of the Maurya, which connected 
Pataliputra with the northwestern frontier of the empire. It had a 
chain of rest houses and parts indicating distances and directions. The 
Sukranti also gives a wealth of information on road engineering under 
Chandragupta Maurya there was a regular department of 
communication, which looked to the proper maintenance of roads. 
The great Mauryan emperor Ashoka decreed the laying out of 
convenient roads well provided with avenues of trees and rest houses 
where all facilities were available to the travelers Emperor Ashoka had 
also recognised the importance of highways for building up the 
strength and prosperity of his kingdom. In this regard he gave the 
country a good network of roads.^ 
It would seems probably that knowledge of the Achaemenian 
(6*^  century B.C.) empire in Iran, particularly about the road and 
commuication system developed by Cyrus (558-530 B.C) and Darius 
Hystaspes (522-480 B.C) whose territories extended to the Ravi and 
Indus, had some impact in India, It is urilikely that the road systems 
developed under these rulers were unknown to the Mauryan who had 
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established a large central monarchy later the Mauryas, road system 
must have been renewed by Gupta (220-495 A.D) and Harsha (606-647 
A.D.).'^  
After the fall of the dynasty of Harsha, the country was ruled by 
provincial Rajpoot dynasties that were interested only in 
administrating their own separate kingdoms. However, Al-Biruni 
explains that long roads were a pre-requisite for the conduct of region-
wise trades in northern India taking Kannauj (U.P.) as the initial point. 
Al-Baruni founds two roads running to the north and northwest one of 
which leads to Kashmir through Shirsharaha and Dahmela (Capital of 
Jalandhar) terminating at Rajkiri. Another road extended to Ghazni 
(Afghanistan) through Panipat, Jhelum and Kabul. And the third one 
ran from Kannauj via Ahilwara (Patna) and Bazama the old capital of 
Gujrat to Somnath from Bazama get another road extended to Multan, 
where it joined one running south words to Loharani near Karachi. Al 
Birimi also refers the roads in India's North eastern and south eastern 
regions!". 
During Mulsim period - The Ghaznavids (986-1173) developed 
direct routes between Ghazni and Punjab, the most important road ran 
through the Khurram, Tochni and Gomal passes their invading armies 
marched beyond the Sulaiman range via Multan touched and upper 
Sind. This route's development enabled caravans and merchants from 
eastern Iran to travel in Gujrat where, commercial contact was 
established with the merchants of Chaulukya kingdom.^! 
In the thirteenth century the emperor of Delhi faced both 
internal and external threat, from the northwest a serious challenge 
from the Mongols while internally from the Rajputs. To meet the 
Mongols challenges the emperor built a series of well garrisoned forts 
and outposts along the route to the northwestern frontiers. Internally, 
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powerful Rajput chiefs were crushed and peace restored on the 
highways. New roads were linked with old to facilitate the transfer of 
revenue collections. These new routes played a significant role in 
connecting the emperors garrison towns with open market in the 
provinces such as Lahore, Delhi and Awadh. 12 
Because of the emperor's success in maintaining a good system 
of roads and communications at least in the regions of powerful rulers 
like Balban (1265-1287), Alauddin Khiiji (1296-1316) Mohammed Bin 
Tughlaq (1325-1351) and Firoz Shah Tughlaq (1351-1388), where trade 
and commerce were flourished. Mohammed Bin Tughlaq built a trunk 
road from Delhi to Daulatabad. Again Ibn Battuta thrones much light 
on the trading activities of that time. During his travel in India, he 
found large markets in almost all the cities of the country. It appears 
from the account of these rulers and travelers that the main roads and 
routes were well defined and adequately served the country's 
administrative, political and commercial needs^^. 
The Afghans, who retained their commercial interests after the 
establishment of Delhi Sultanate, founded several towns in Punjab and 
elsewhere in the country. New routes were established to link them, 
while old ones were repaired. The road system was protected so as to 
encourage Afghan immigrants to travel and settle in these towns. The 
administrative measures of Babar during the period (1525-30) were the 
beginning he was well aware of political importance of 
communications and had particularly to ensure the regular flow of re-
eriforcements from Kabul. Thus, soon after the conquest he measured 
his conquered territory from Kabul to Agra.i^ 
Humayun (1530-1540 and 1555-56) had insufficient opportunity 
to show his ability as a administrator. Shershah (1540-1545) the 
founder of Suri dynasty and a uniquely foresighted ruler reorganised 
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the country's entire administrative systems, lie spent nu)s( of iiis lime 
in Bihar and Bengal, so he was very much aware of their problems 
remote from Delhi, Bengal was a land of innumerable ravines, nullahs, 
rivers and bad roads where Sher Shah constructed the Grand Trunk 
Road from Altock to Delhi and later on extended it to Sonargaon 
which become its eastern terminuses. 
After Sher Shah, Akbar (1556-1605) the great emperor during his 
regime had constructed new roads, bridges and military ports which 
gave the army greater mobility and also stimulated the flow of trade. 
Under Mughal's provincial governors and district officers were 
responsible for the safety and improvement of roads Jahangir (1605-
1627) ordered Zamindars to plant trees on the banks of roads between 
Agra and Altock on the Indus and between Agra and Bengal 
Zamindars alng the road between Agra Lahore were also ordered to 
erect a milestone every kos (terms used for distance of 2 miles) and to 
dig a well in every three kos (terms used for the distance of 2 miles). 
In this way, milestones, wells, reservoirs and inn were provided along 
the roads.i^ 
The safety of the road over the Khaybar pass to Kandhar was 
threatened by the activities of marauding Afghan tribesmen, so a 
strong force was deported at all important junctior\s on the road, while 
local tribal chiefs were required to maintain the roads. The policy of 
making such men responsible for the maintenance, repair and safety of 
roads seems to have succeeded, greatly easing the movement of 
caravans and travelers. Thus, the traveling became easier and safe and 
communications between different parts of the country become 
quicker and more efficient. The road network in eastern India 
presented problems, though Sher Shah had brought about some 
improvement in the roads of Bihar and Bengal. However, from Agra 
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to Patna via Banaras the land route was busy, Jahangir built a road 
linkage between these towns and peter Mundy which used it during 
the rainy season, encountered some difficulties but completed his 
journey. Aurangabad also linked Agra with their provincial capitals. 
But the construction of bridges, canals, inn and postal chowkis 
indicates that the roads were not only cleared but also extensively kept 
up. Under Firoz Shah Tughlaq alone hundred of buildings for public 
use were constructed on the main highways and roads. This naturally 
would not have been possible without an effective road network^^. 
Before the commencement of the British Rule, roadways in the 
modern sense, as used were practically absent. Road development 
was confined to the urban areas or\ly till 1839 and there after it was 
decided to link Calcutta with Delhi by constructing good metalloid 
roads. During the Mughal regime the necessity to maintain ripped 
path or route to provide security to life and property was recognised. 
At the time the major routes used by caravans to carry traders and 
goods were from Mirzapur to the South (known as great Deccan Road) 
from Agra to Ajmer and Allahabad to Jabalpur. The roads were 
generally guarded at intervals by posts (Chaukis) for safe journey and 
between chaukis the tracks were marked out by stones, pillars or 
avenues of trees for identification of routes^^. 
Development of Roads During British Regime 
In the early periods of British Regime, the improvement of roads was 
undertaken mairily with a view to facilitate postal communication. 
The main roads were at that time under the administrative control of 
Military Boards was abolished and the public works department was 
organized in all the provinces of India. There was a well planned 
system of roads and organization in control but it took some time even 
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for the British to inaugurate their sclieme of road building. As Mac 
George says, "it is not easy to account for tiiis extreme backwardness 
even after the advent of British rule. Beyond 20 miles from Calcutta, 
the roads conununicating with the principal station of the upper 
provinces were in no better state than in the times of the Mughals" ^^ . 
During British period the maintenance and construction of 
roads were under the supervision of Military Engineers and a number 
of trunk roads were constructed connecting important commercial and 
military centers. Change in policy was inaugurated in the regimes of 
lord William Bentink and Lord Dalhousie when the public works 
department in 1855 superseded the military board as lord Dalhousi 
introduced railway in 185320. 
Economic Aspects of Transport 
Among the various modes of transportation, road transport occupies a 
dominant place. Besides providing a vital link between centers of 
production and markets in economic sectors such as agriculture, 
industry, mining and tourism. Roads play a significant role in 
generating employment and facilitating the movement of people. 
Transportation touches many fringes of the economy. Transportation 
provides legs to the various econonuc activities and makes the whole 
economy mechanism mobile. The link between transport infrastru-
cture and economic development is like giving water to tree. The key 
factor, which largely influences the economic growth process, is 
clearl)' the transport infrastructure. According to the world 
development report 2002, infrastructure capacity grows in concert 
\%ith Lvonomic output; one percent increase in the stock of 
infrastructure is associated with a one percent increase in Gross 
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Domestic Product (GDP) across the country. India is a country where 
most of the people by and large reside in the rural area and depend 
mostly on agricultural activities. In order to get remunerative price to 
their produces, they have to transport the produces to the marketing 
area. The close interdependence of the means of transport and 
economic life is obvious. According to Prof. Marshall, in economics 
"mankind in its ordinary business of life, the profound influence of 
modern transportation techniques on our everyday lives" makes an 
interesting study. The characteristics of our modern everyday 
existence specialization of production, cheap consumer goods, the fast 
movement of life and close interdependence between individuals, 
groups and natioris are brought about mostly by modern means of 
transportation. It is almost inconceivable to thir^k of our every day life 
without the modern fast, efficient and cheap transportation.21 
Central F u n d i n g 
The traditional approach has been to fund construction and 
maintenance of roads from the central budget while the state 
highways is funded from the state budget. The Ninth plan (1997-2002) 
laid emphasis on co-ordinated and balanced development of road 
network in the country. During this period, the Government also 
embarked on a massive national Highways development Programme 
(NHDP) that has made substantial process. During the Tenth Plan 
(2002-2007), Road Development is considered an integral part of the 
total transport system of the country with emphasis on strengthening 
three functional groups, the Primary System (national highways and 
expressways), secondary system (State highways and major district 
roads) and rural roads. During the plan the completion of the NHDP 
25 
as well as removal of deficiency in the existing National Highway 
Network are envisaged for faster movement and safer travel over long 
distances and also to give a boost to the economy22. 
The procedure for financing road development from central 
road fund required that 20 percent of the annual revenue of tiie fund 
should be retained as a central reserve in the fund from wliich grants 
were given by the goverrunent of India for meeting expenditure on the 
administration of the fund, road experiments, research and suitable 
road bridge schemes in states (provinces) such as inter-state roads and 
bridges on the boarder of the states. The balance of 80 per cent was 
allocated to the various states. 
Although this pattern of funding has resulted in creation of the 
second largest road network in the world with 3.3 million km of roads 
across the country. During successive Plans, the overall investment 
allocation in the road sector declined from 6.7 percent in the first five 
year plan to 3 percent in the eighth five year plan. Similarly, the fund 
allocated for National Highways declined from 1.4 percent in the first 
five Plan to 0.6 percent in the Eighth Plan. The cost of removal of 
deficiencies on the existing National Highways was put around Rs.2, 
300 crore by the working group on the Ninth five year Plants. 
Alternative Sources 
In view of the huge financial requirement and limited budgetary 
resources, government decided to explore alternative sources of funds 
for highways development. Road projects are now commercialized 
with the involvement of private sector under the Build Operate and 
Transfer (BOT) format to facilitate participation of private parties in 
designing, building and operating road projects, several policy 
initiatives have been announced, including declaring road sector an 
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industry to facilitate commercial borrowing and National Ilighvvays 
Act has been amended to permit levy of toll by the private 
entrepreneurs. Government has decided to acquire land for road 
construction and give it free to the private sector. Since a lot of time 
v^as being spent in obtaining environmental clearance for road 
projects, government has decided that such clearance will not be 
required in case of widening of existing highways. 
To encourage private sector. National Highways Authority of 
India (NHAI) has been permitted to provide capital grant for highway 
projects up to 40 percent of the cost of the Build operate and Transfer 
(BOT) projects. The Authority has also been permitted to participate 
in equity of up to 30 percent in Build operate and Transfer (BOT) 
projects of a company promoted with the help of private or public 
sector. Other incentives include; automatic approval for foreign 
investment up to 74 percent, provision for toll revision every three 
years linked to Wholesale Price Index (WPI), 5 year tax holiday and 30 
percent tax concession for 5 years in a block of 10 years to be preferred 
within a period of 20 years and (ECB) allowed up to 30 percent of the 
project cost. Following these irutiatives, a number of projects, mostly 
bypasses, bridges and road over bridges have been awarded on Build 
operate and Transfer (BOT) basis to the private sector for construction. 
Several other categories of projects have been identified for private 
sector participation. These are widerung of two-lane National 
Highways to four-lane (4,000 km) and express ways (1,000 km). 
Model Concession Agreement 
Since privatisation is a new experience for both the government and 
the private sector, there is a need to put in place the policy, regulatory 
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and legal framework to address the concerns and expectations of both 
the parties so that it provides business opportunities to the private 
sector while contributing to the socio-economic development of the 
country. Therefore, it was felt that a model concession agreement 
document has to be put in place which will govern the rights and 
obligations of the goverrunent and the private entrepreneur for 
successful implementation of a Build operate and Transfer (BOT) 
project. After consultations with lender financial institutions, road 
developers and policy framers, a standard document is being 
finalized. While all out efforts are on to encourage private 
participation, government has also decided to step up funding from 
the budgetary sources to give a boost to road construction. A 
beginning has already been made in this respect. 
Private Sector Participation 
Projects relating to bypasses, bridges, and road over bridges and four 
laning of existing sections of National Highways, which on the basis of 
traffic density are financially viable and bankable, are proposed to be 
taken up through private sector participation. Eleven projects (six 
bypasses, two road over bridge, eight bridges in Maharashtra, 
Rajasthan, Gujarat and Andhra Pradesh involving an investment of 
about Rs 580 crore have already been taken up under Build operate 
and Transfer (BOT) scheme. Four laiining of the four major corridors 
(viable sections) is also proposed to be taken up under Build operate 
and Transfer (BOT) scheme. Since National Highways Authority of 
India (NHAI) has already been permitted to invest in equity of a 
company promoted in collaboration with private or public sector, or to 
provide financial support or loans/grants, the projects which are not 
28 
found viable on the basis of traffic density, will be considered with 
equity participation or by providing financial support loans by 
National Highways Authority of India (NHAI). In addition, several 
other projects pertaining to bypasses and bridges are proposed under 
the scheme through state governments. On the whole, it is expected 
that an investment of about Rs.lOOO crore would be available under 
privatization programme for roads other then those with National 
Highways Authority of India (NHAI), 
Other Measures 
In addition a dedicated fund is to be created for development of 
National Highways by making necessary legislative changes and 
proper institutional arrangement should be make for managing the 
funds and executing the projects. The most suitable form of 
institutional arrangement would be creation of a Road Board, which 
would also include interface with the road users. Other measures like 
development of contracting industry by assisting them to purchase 
modern machinery, encouraging consultancy services to upgrade and 
provide financial assistance and providing separate rolling funds for 
advance land acquisition to the extent of Rs.lOOO crore per year are 
also to be initiated. (Some researcher of scientific fantasies to imagine a 
world, "which one fine and unfortunate morning finds itself without 
modern transport"). Mills would close down due to non-availability of 
raw materials down from distant places, organized markets would 
collapse due to non-availability of goods from distant mills, the whole 
system of modern commerce would fall and with it would crash our 
entire system of modern time. Life would disintegrate into the 
primitive and feudal stages of inefficiency and scarcity.^^ 
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On the other hand. Prof. Robbins we look upon economics as 
deahng with the efforts of human beings in allocating their scarce 
resources in a manner so as to achieve maximum satisfaction, even 
then the importance of transport becomes obvious. The greatest 
barrier, which prevents a given flow of resources achieving a 
maximum satisfaction in physical separation and helping them, 
bringing together and thus enables a given flow of resources to 
produce greater results. Therefore, transport costs are very important 
in a developing economy like India with a large section of the 
population has yet to be ameliorated to a desirable standard. 
In the absence of transport, life would come to a standstill and 
so also the economic activities that is why transportation is as 
important to a country as the veins and arteries to a human body. In 
commerce and industry it is regarded as the lifeline. It is therefore, 
one of the most important elements in the infrastructure of an 
economy and is at once an important lever for the acceleration of the 
economic development in a country. 
Political Aspects of Transport 
The political significance of transport is two fold; firstly, it promotes 
national integrity. A country possessing vast area and population can 
be held together only by an effective system of transport. In making 
different regions of a country economically interdependent, transport 
plays an important role in making national unity. The cheap and fast 
transport make for multiplication of contact and tends to produce 
imity of language and customs among the citizens of the country. 
Traiisportation is also a vital factor, which determines the size of 
political states. It has been quoted in a book entitled "Economics of 
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Transport" that improved transportation was a major factor leading to 
the break-up of the Greek city states. It rendered obsolete the small 
state founded upon the single city and its environs. At the same time 
it created conditioros favouring larger and more effective political 
units". The advent of mechanical transportation in the nineteenth 
century, with its increased economy adequacy and speed leads to the 
formation and maintenance of the great empires of the European 
nations.25 
The second significant political effect of efficient transport 
system is the strengthening of national defense. Transport system is 
the means through which the entire resources of a country can be 
mobilized and directed towards military ends. The insistent demands 
of war production cannot be met without an efficient transport system, 
which can handle the greatly increased movement of personnel and 
materials during wartime. The importance of transportation for 
strategic purpose was recognized long ago. Military and imperialistic 
consideration were doubtless uppermost in the construction of the 
Roman Roads and similar motives have often played a large role in the 
promotion of transportation in the modern times. This was true of a 
number of famous railroads, the union pacific and other Trans-
continental lines in United States of America U.S.A., the trans-Siberian 
Railway in Russia, the Cape-to-Cairo project in Africa and the Berlin-
to-Baghdad Sceme in Germany. 
Similarly, in India the Britishers spent huge sums on the 
construction of uneconomic but strategically important railroads in 
North West frontier province. Two world wars have shown the 
iniportance of the means of transport. Our armies had to faced great 
difficulties in meeting the challenges thrown by Chinese because of the 
non-availability of proper transport facilities in the hilly areas. 
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Through the annihilation of distance, transport enjoys a great 
political significance. It has given two cardinal political advantages 
namely, national unity and national defense. The United States of 
America, Russia, China, Canada, Australia and India cannot be held 
together without an adequately developed system of transport. It 
promotes homogeneity among the people of a country and this sense 
of oneness strengths in political unity. 
As far as the strengthening of national defeiise is concerned, the 
art of war has been divided into three important branches strategy, 
tactics and logistics the last one means the transport of men and 
supplies. Transport is an important agency, which helps in the 
mobilization of the entire resources of a country in the event of an 
invasion or during the period of war and the same are directed 
towards military ends for the achievement of success. The defense of 
the country, therefore, necessitates the adequacy of improved 
transport facilities. If the country is surrounded by water on all sides 
or on one or two sides only, then, besides having a good system of 
railway, road and air transport, it must necessarily passes a strong 
fleet of warships.26 
Social Aspects of Transport 
Road transport has played a significant role by providing an essential 
communication linkage, mail and other means of communication. 
Railways or Airways facilities are not possible in all cities of every 
state because India is a developing country and 30 percent of 
populations are living under the poverty line. It is the only road 
facility, which is existed in almost all small and big cities thus; the road 
trarisport paves the way for the economic and social development. 
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Road transport has also influenced the living styles of the 
people. A very significant influence that is made by the road transport 
system on community in the integration of various cultures, customs 
and different ways of living. There are various goods and services, 
which are produced at one, place and are sent to other places mainly 
with the help of road transport. Road transport has become an 
important medium of exchange by carrying the persons from one 
place to another and by sending/reaching the goods and services from 
one place to another, where the people need these. This facility has 
raised the standard of living of the people. Road transport has also 
become an important means by providing medical facilities to the sick 
and injured persons. It has also helped in remaining the barriers of 
distance for example India has also started a bus 'Dosti' from Delhi to 
Lahore (Pakistan) which has become very helpful for the Society Road 
transport has also helped in the social security of people because 
culprits or terrorists can be arrested by the police with the help of road 
transport. 
There are thousands of people which are heavily dependent 
upon the road services for their every day needs, like bread, meat, 
milk, groceries, clothing, fuel etc. There is very little in their day-to-
day living, which does not come to them at least part of the way by 
truck. All communities large or small depend in some marmer upon 
motor-truck transportation for the satisfaction of their wants. 
Road trarisport has also a great significance to the people who 
are not in a position to pay for railways, airways and waterways 
because roads are the common men's means of transport. Roads are 
used by variety of traffic as pedestrians, bullock-carts, and camel carts 
etc. The roads are also used by the motor vehicles, while railways or 
shipways can be used only for a specific purpose by a definite type of 
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vehicle in a definite manner. So the roads usefulness is unlimited 
because they have alternative uses and they are useful not only for 
men but also for animals. 
In modem times, the transport by road has become an important 
means to remove the sectioned feelings of the people because the 
people who makes journey are of different sections, they travel in 
buses, cars or trucks v/ithout any feeling of religion or section. They 
exchange their views with each other and therefore, the feelings of 
communalism is reduced.^^ 
Numbers of students attend their schools or colleges daily to get 
the higher education. Researchers visit in different universities and 
other places for their research work. Various competition books, 
magazines and newspapers are reached each and every corner of the 
country by the means of transport. In the mode of transport, road 
transport has great importance in every city of every state of the 
nation. Education and knowledge is also spreading in the 
educationally backward area by the means of road transport. Society 
can survive without railways or airways but cannot survive without 
road transport. The good road system can link a small city to big and 
metropolitan city. Road transport has shown the importance in the 
sense that it provides internal security to the people and maintains law 
and order situation in the country. It also acts as providing justice to 
the people against the anti-social elements and violent activities in the 
country. 
On the other hand Smith says "a particularly in efficient body 
called the military board, which was supposed to look after public 
works was suppressed and the department of public works (P.W.D.) 
was constituted nearly in its existing form". The expenditure on 
public work which had been on the most niggardly scale was 
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enormously increased and works of great magnitude such as the 
Grand Truiik road were undertaken Public Works Department (PWD) 
was created because roads were necessary to develop the railways, 
roads were also necessary to reach the goods and services from the 
railway stations to their needed places^s. 
In 1927, a Committee, known as Jayakar Committee was 
appointed to examine and report on the issues relating to road. There 
was a steady increase in road traffic, which necessitated development 
of motor transport in India, and the need was felt for better roads, 
capable of withstanding movement of heavy motorized vehicles. 
The major observations of the committee were: 
> Various short comings in the road systems and programmes of 
the goverrunent. 
> Absence of bridges and crossings over rivers in many parts of 
India. The motor trar\sport was not satisfactorily established 
due to unabridged roads. 
> The deterioration of the road surface was being aggravated by 
the operation of heavy motor vehicles. 
Recommendations of the Committee 
(a) Government should develop road systems to meet the demand 
for an extended range of movement of passenger and cargo 
traffic. 
(b) Lying of fair-weather roads and to restrict the loads of the 
bullock carts. 
(c) The committee also pointed out the need for improving the 
subsidiary roads, which connect villages on special 
considerations and relief. 
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(d) The committee also concluded that the development of road 
system was desirable for economic, social and political 
advancement of the rural population, on which the future of the 
nation depends. 
(e) As the expenditure for road development was passing beyond 
the capacity of provincial governments and local bodies and was 
becoming a subject of national importance. The committee 
recommended for a proper charge on central revenue. 
According to the recommendation Central Road Fund (CRF) 
was created by the central government. 
Central Road Fund 
Central Road Fund (CRF) was created in 1929 as a non lapsable fund 
for construction and maintenance of roads. Revenue in the Central 
Road Fund (CRF) comes from the proceeds of customs and excise duty 
levied on petrol at the rate of 3.5 paise per litre. The revenue accruing 
to this fimd is allocated among different states in proportion to the sale 
of petrol in the respective states. A resolution was passed in 
Parliament in 1988 revising the scheme and stipulated that 5 percent of 
the basic price out of the duty on customs and excise levied on motor 
spirit and diesel will accrue to the fund. This would substantially 
augment the Central Road F\md (CRF). This resolution is imder active 
consideration of the government. In the meantime, a levy of one rupee 
has been imposed on every litre of petrol sold from the year 1999 
budget which will make available a sum of Rs.790 crore per year. This 
money will go to the National Highways Authority of India (NHAI) 
for highway development. 
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Nagpur Plan 
With the outbreak of World War II, the British government 
experienced the existing shortcomings of the road system. Intensive 
efforts were made to develop roads of military importance, financed 
largely from the defense service estimates. Defense requirements and 
the strategic importance of an efficient arterial road system during the 
emergency emphasized the need for this more than ever. In view of 
this the government of India convened a conference of provincial and 
state. Chief Engineers at Nagpur in December 1943, to consider the 
problem of post war road development program in India. The major 
recommendations reached at the conference were: 
> Roads should be divided in to four classes, namely National 
Highways, Provincial or State Highways, District roads and 
Village roads. The National Highways were defined as Highways 
running through the length and breadth of India connecting major 
parts of foreign highways, capitals of provinces and large states 
being the framework of country's road system. 
> The center should assume financial responsibility for construction, 
development maintenance of National Highways and have an 
effective system in the use and control of these highways. 
> There should be uniform "classification" standards of roads 
throughout the country. 
> Missing bridges was a handicap for road communications. It was 
desirable to overcome this shortcoming as early as possible and 
the center should phase the bridge construction program so that 
major bridges, which lie on the boundaries between states, were 
not neglected. 
The government of India from April 1, 1947 accepted the 
recommendation of the conference and thus the govenunent 
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undertakes complete financial liability for development and 
maintenance of roads. Provisionally approved by them as suitable for 
inclusion in a system of National Highways. Accordingly National 
Highways Act was enacted on April 15,1957. The Act empowers the 
Union government to declare any highway to be National Highways. 
The constitution also conferred the powers on the government of India 
to give directions to a state for the construction and maintenance of 
means of commimication declared to be of rational or military 
purpose. 
After the state's financial integration and the state's 
orgaiusation, road policy acquired a more uniform acceptance and 
applications over the whole country than before. Further, roads wing 
of the department of transport was created to provide strong 
administrative and technical orgaiusation to administer the road fimd 
and other funds approved by the central goverrunent for the 
development and maintenance of the National and State Highways 
and coordinate the road policies at the center and in the states. 
On the technical side, the road wing of Transport Department 
functioned as a central designs office, besides acting as a repository of 
technical information on roads and bridges. From 1950 onwards, this 
wings also had the overall responsibility for the development and 
maintenance of certain selected roads namely, roads under the charge 
of the central public works department, the roads in the North-East 
frontier agency, the west coast roads in Tamil Naidu, and Maharashtra 
states the Passi-Badarpur road in Assam and the Dhar-Udaipur Road 
in Jammu-Kashmir States. The Border Roads Development Board was 
fornied inl960 to accelerate the economic development of the north 
and Northeastern border areas. 
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Road building and development has now become an integral 
part and essential for over all economic development in India. Before 
Independence, the road system in India grew around the four trunk 
roads connecting Khyber with Calcutta through Delhi, Calcutta with 
Madras, Madras with Mumbai and Mumbai with Delhi. 
Road Development During Five Year Plans 
First five year Plan (1951-56) - The First Five year plan provided a 
sum of Rs.97.6 crores for road development programmes and it was 
later on revised to Rs.131.3 crores. During this period, 2600 kms of 
roads were surfaced and additional 72000 kms. of tmsurfaced roads 
were constructed during the first five year plan. The first five year 
plan's main objective was to balanced development of National 
Highways, state roads and inter-state roads and villages roads. 
Though the targets were ambitious. It could not be successfully 
implemented fully. ^ 9 
Second Five Year plan (1956-61) - In the second five year plan 
emphasis were given on road transport while the first five year plan 
gave priority for development of roads in the agricultural sector. The 
second plan targeted towards rapid industrialisation and gave 
emphasis on construction of roads in backward area. Special attention 
was, therefore, given for development of roads in the north eastern 
states. Jammu and Kashmir, Himachal Pradesh and Rajasthan massive 
construction of national highways took place during this plan period. 
The priority fixed were as follows: 
(a) To complete all works sanctioned in the previous plan. 
(b) To provide new bridges along the highways. 
(c) To replace or strength dangerous roads and bridges. 
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The second five year plan provided a sum of Rs. 246 crores in addition 
to Rs.25 crores provided from the central road fund. The actual 
amount spent during this period was only Rs. 224 crores. Considerable 
progress was made during this period.^o 
Third Five Year Plan (1961-66) - The development of roads in India 
was made in first two years plan on the basis of Nagpur plan.In 1961 
the Nagpur plan have to be revised and a 20 years road development 
plan was made by a committee or chief engineer appointed by 
government of India. The 20-year road development plan committee 
submitted its report to the goverrunent of India in 1958. The 
government of India while formulating the third five-year plan took 
into account the recommendations of this committee. The board 
objectives of the new plan were that no village and agricultural area 
should remain more than 7 kms from a metal road. 
The Coituiuttee decided to meet the increasing needs of motor 
transport. It was essential to develop village roads. It was estimated 
by the Committee that by the end of 1981, the Indian roads would be 
required to carry annually about 2500 million tonnes of long distance 
goods traffic in addition to 500 million tonnes of feeder and local 
traffic in order to cope with this situation. The committee 
recommended increase of production in the automobile sector. The 20 
years plan also proposed that at the end of the plan 403000 kms. of 
roads must be surfaced and 648000 kms. of subsurface roads 
(i) Construction of main roads and to improve the road surfaces in 
national highways. 
(ii) The main roads in large towns must be widened to two lanes or 
more. 
(iii) The major highways must have at least two lane carriageways. 
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The committee estimated that the financial out lay required for 
implementing the 20-year plan will be atleast Rs.5200 crores at current 
prices. The cost includes up gradation of roads, cross drainage, over 
bridges, improvement in geometric features, land acquisition and 
expressways etc. 
During this period Rs.440 crores was actually spend during the 
third plan on road development. The additions to road kms during 
this plan period was 53000 kms (approximately) of surfaced roads and 
1,04000 kn\s (approximately) of subsurface roads. 66 major bridges 
were constructed during the plan period on national highways and 5 
kms of roads were improved on the national highways.^! 
Fourth Five Year Plan (1969-74) - In the fourth five year plan, a 
provision of Rs.418 crores was made for road development 
programme. It included improvement of existing national highways 
and construction of new national highways. The main objectives of 
the fourth five year plan were to complete the capital works initiated 
during the previous plan period and to construct the missing links in 
existing roads system. The actual sum spent during the plan period 
was Rs.126.94 crores. Special emphasis was given for construction of 
rural and village roads. The Central Government advised the state 
government during this plan period to allocate at least 25 percent of 
road transport budget towards the construction of village roads. 
Maintenance experises of roads were provided outside the plan 
provision. During this period, the intensity of traffic increased 
tremendously and maintenance of roads assume special significance.^^ 
Fifth Five Yean Plan (1974-79) -
(i) Completion of on going capital works, 
(ii) Removal of missing liriks 
(iii) Development of rural roads under minimum needs programme. 
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(iv) Construction of bypasses in congested cities and replacing 
railway level crossing with over bridges or under bridges. The 
sum allotted during this plan period was Rs.l397 crores but the 
actual amount spent was Rs. 1348 crores.33 
Sixth Five Year Plan (1980-85) - The Sixth five-year plan took into 
account the quantum of traffic both passenger as well as freight traffic 
in 1980. Road traffic had increased tremendously so also the number of 
motor vehicles; the type of motor vehicles and the complexion of road 
traffic had changed drastically. The sixth five-year plan gave 
emphasis on the following: 
(i) Reducing the fuel bill of motor vehicles to meet the energy crisis, 
(ii) To mirumize the bad environmental affects due to road 
transport vehicles, 
(iii) To assess the role of road transport in moving certain type of 
commodities for example export oriented cargo and 
distributional road for reaching the interior places of the 
country. The passenger traffic had increased by 12 folds and 
freight traffic by 15 folds in comparison to 1950. Based on this 
estimates and figures, the sixth five-year plan had to bear the 
bnint of increased traffic in national highways. Huge 
investments was made in the central government because 
national highways through accounted for only 5 percent of the 
entire surfaced road carry about 35 percent of the total road 
transportation load. The sixth five-year plan therefore provided 
for construction of national highways doubling of national 
highways and widening of riational highways and construction 
of bypasses. This plan made suitable provision in construction 
of strategic roads and roads that will develop interstate links 
and roads that are sensitive in nature in the border areas. A sum 
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of Rs.830 crores was allotted in the central government for road 
development programme. In the state sector, emphasis was 
given on construction of rural roads under the Minimum Needs 
Programme MNP policy formulated by the government of 
India. To this state sector approximately Rs.2700 crores was 
allotted out of which the allotment for the MNP programmes, an 
amount of Rs.l200 crores were approximately allotted during 
this plan about 2700 km of roads were upgraded and around 6 
lakh kms of different types of roads were constructed and about 
18000 villages were connected under the Minimum Needs 
Programme (MNP).34 
Seventh Five Year Plan (1985-90) - The seventh five-year plan had 
the following objectives: 
1. Improvement of national highways and state highways. 
2. Construction of roads in the village areas under the Minimum 
Needs Programme 
3. Developing the road system so as to improve productivity 
under the road transport system. 
4. Planning for a new generation of roads in high traffic density 
areas. 
5. Using road construction programme as a means of generating 
programme. 
6. Conservation of energy. 
It can be revealed from the above stated objectives that the main 
emphasis of the seventh five-year plan was niainly rehabilitation of 
existing roads and moderrusation of road transport system in India 
with emphasis on greater productivity, comfortable travel and energy 
conservation. The seventh plan had an outlay of Rs.l020 crores from 
the Central Government and Rs.4180 crores from the state sector and 
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private sector funding was also encouraged to raise resources or funds 
to meet the plan objectives. 
The Government of India constituted a separate organization for 
construction of roads in the Himalyan region in the Northern sector of 
the country called the Border Roads Organisation (BRO). This is 
primarily an organization controlled and managed by Indian army, 
which is meant to construct roads for strategic and military purposes. 
It was set up in the year 1960 and provides logistic support to the 
Indian army. Border Road Organisation has undertaken construction 
of airfields, buildings and other operational and constructional 
activities for the defense services. Border Road Organisation BRO has 
constructed around 19000 km (approx) of roads and maintains various 
roads in Northeastern and Northwestern parts of the country. Border 
Road Organisation BRO has constructed the world's highest road 
connecting Mundi in Himachal Pradesh with Leh in Kashmir.^s 
Eight Five Year Plan (1992-97) - The Seventh Plan completed its 
team on March 31, 1990, Hence the eight plan should have logically 
commenced from April 1, 1990. However, due to political 
tmcertainties at the center and severe economic crisis in the country 
needing immediate attention, this schedule could not be kept and the 
eight plan was delayed by two years. It commenced on April 1,1992, 
the intervening two years between seventh and eight plans were years 
of plan holiday. In eight five-year plan, transport sector got only 12.9 
percent of total resources. Considering the fact that transport 
bottlenecks has arrested development activity in the past, such a 
constraint on growth was very much real also during the eight plan. 
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Table: 2.1 
Public Sector Outlay - Eight Plan 
S.No Heads of Development Plan Outlay 
Total Rs. in 
Crore 1991-92 
Percentage 
2. 
3. 
4. 
5. 
6. 
7. 
8. 
9. 
10. 
11. 
Agricultural and allied 
Activities 
Rural development 
Special area programmes 
Irrigation and flood control 
Energy 
Industry and Minerals 
Transport 
Communications 
Science, technology and 
Environment 
Social Services 
Others 
Total 
22467 
34425 
6750 
32525 
1,15,561 
46922 
55,926 
25110 
9042 
79012 
6360 
434100 
1 
5.20 
7.90 
1.60 
7.50 
26.60 
10.80 
12.90 
5.80 
2.10 
18.20 
1.40 
100.00 
Source: Eight Five Year Plan 1992-97, Vol.1, Table 3.18, pp. 59-62.36 
The table no. 2.1 reveals that the total amount sanctioned in eighth 
five-year was Rs. 434100 crore out which 26.6 percent, 1.6 percent were 
allotted to energy sector, special area programmes sector respectively 
whereas 12.9 percent allotted to transport sector. Which is not a 
significant for the development of transport sector. 
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Ninth Five Year Plan (1997-2002) - The Ninth Plan laid emphasis on a 
coordinated and balanced development of road network in the 
country. 
1. Primary road system covering National Highways. 
2. Secondary and feeder road system covering State Highways and 
Major district roads. 
3. Rural roads including village roads and other district roads. 
Substantial outlays were proposed for road development in the 
rural and tribal areas. 
Under the Ninth Plan, the allocation envisaged was Rs 8,862.02 
crore for Central Sector roads programme including Rs.3, 576.79 crore 
for externally aided projects as approved by the Planning 
Commission. This was, however, raised to Rs. 17,748.82 crore for 
Central Sector Roads Programme including Rs.4, 815.70 crore for 
externally aided projects during the course of the Plan. 7^ 
Tenth Five Year Plan (2002-2007) - The tenth plan outlay for the 
central sector roads Programme to Rs. 59, 490 crore (which includes 
Rs. 500 crore for roads of inter-state and economic importance). The 
share of internal and extra budgetary resources in financing the plan 
are estimated at Rs.24, 700 crore. The outlay envisaged for the roads 
and bridges in the Plan of State/Union Territories is around Rs.50, 321 
crore.38 
A typical approach Build Operate-Transfer (BOT) approach was 
developed at the end of 1970's as a way for country with severe 
budgetary restrains to acquire needed infrastructure .At present, there 
exists no Act in India which governs the process of Build Operate-
Transfer (BOT) approach. Hence first and foremost requirement 
would be to set up such legislation for project formats such as Build 
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Operate-Transfer some of the salient features of the provision of Build 
Operate-Transfer (BOT) laws are as follows: 
(a) Area in which private participation would be allowed. 
(b) Terms and conditions and standardisation of bidding documents 
and contracts. 
(c) Extent of ownership of projects. 
(d) Competitive bidding 
(e) Format for operating the project. 
(f) Technology transfer. 
(g) Grounds on which direct government guarantees could be 
available, 
(h) Eligibility criteria defining the manner in which the bids could be 
evaluated and contracts awarded 
(i) Ensuring a rate of return, arrangement for collecting toll fees, rent 
etc. 
(j) Grounds on which a project can be terminated by either of parties 
(k) Setting up of regulatory agencies. 
The Build Operate-Transfer (BOT) agreement. Gammon India 
will have a concession period of 13 years and 9 months inclusive of the 
time taken for construction, from the Greater Cochin Development 
Authority (GCDA) to recoup the project cost of Rs.29.14 crore by 
tolling vehicles using the bridge. After that time frame the bridge will 
be handed back to Greater Cochin Development Authority (GCDA) 9^ 
Recent Development 
In the road sector huge investments are needed for constructing new 
roads, private entry into road maintenance, road construction and 
road transport operation is necessary to generate additional resources; 
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the union government has already amended the National Highways 
act and declared the road sector as an industry. Private sector has been 
invited to finance, construct, maintain and collect toll taxes on 
highways and bridges projects. The government identified 27 roads 
projects consisting 9 each of expressways, bridges and bypasses. 
These involve a large investment of Rs.l4213 crore. In addition to 
private investment additional budgetary support is also being 
obtained through loan assistance from international agencies. A 
budgetary allocation of Rs.200 crore has also been provided in 1996-97 
in union budget to strengthen its capital base. 
Inaugurating logistics 99 the second international exhibition-
cum-conference on logistics management orgaiuzed by (CII), the state 
minister of electricity, Arcot N. N. Veeraswamy, said that the task 
force of (CII) had estimated an investment of Rs.2150 crore per year for 
roads development. Since the government does not have the resources 
to make such a huge investment, it has taken steps to utilize the 
assistance from Housing and Urban Development Corporation 
(HUDCO) and National Bank for Agriculture and Rural Development 
(NABARD). Of the 104 bridges, so are being built at a cost of Rs.99.5 
crore with (NABARD) funds and 54 with (HUDCO) for Rs.260.71crore. 
The state is encouraging privatisation of core projects to attract more 
foreign capital and raise efficiency levels. 
The Mega Project, to be implemented completely in 10 years is 
expected to be funded by a host of financing resources. The various 
means including enhanced budgetary support, sourcing from external 
fimding agencies such as Asian Development Bank (ADB) and world 
bank borrowing from the market through special purpose vehicles 
(SPVs) and private project financing through Build Operate-Transfer 
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(BOT) schemes. The budgetary support, mostly cess on petrol and 
diesel is expected to meet around 15 percent of the total project cost. 
State sector roads 
Since the state highways and district and rural roads are under the 
responsibility of state governments, these are developed and 
maintained by various agencies in state and union territories. Roads 
are also being developed in rural areas under Pradhan Mantri Gram 
Sadak Yojna (PMGSY). The objective of the PMGSY is to link all 
villages v^ i^th a population of more than 500 with all weather roads by 
the year 2007. The states are also assisted through financial assistance 
from the Central Road Fund for development of selected roads which 
are of inter state and economic importance^". 
National Highways 
The Central Government is responsible for the National Highways 
System whose length at present totals to 58,112 km. The National 
Highway Authority of India (NHAI) is going ahead with the Rs.50,000 
crore National Highways development project involving four laning of 
1300 km of the highways connecting four metropolitan cities and 
passes through almost all states. It has already set up two Special 
Purpose Vehicle (SPVs). These special purpose vehicles are expected to 
raise another Rs.lO, 000 crore. It has already awarded work on 32 
stretches including 19 on north-south and east-west corridors. This 
involves a total of 833 km, costing around Rs.2500 crore. 
In order to give a boost to the economic development of the a massive 
programme for 4/6 laning of about 13000 km of National Highways 
has been taken up since 1999 under the national highways 
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development programme (NHDP) and is targeted to be completed by 
December, 2007 at an estimated cost of Rs.54000 crore. This is perhaps 
one of the largest programme of road development ever taken up in 
any country. National liighways authorities of India (NHAI) are 
implementing the project. 
NHDP has the following two components: 
(i) Golden quadrilateral (QC) comprising of the natioal highways 
connecting the four metro cities. This component has a total 
length of 5,846 km. 
(ii) North-South corridor comprising of the national highways 
connecting Srinagar to Kanyakumari including Kochin-Salem 
Spur and East West corridor the national highways cormecting 
Silichar to Porbandar. These would cover a total length of about 
7300 kms. 
With a view to strengthen the infrastructure network of the 
country, four laning of about 400 km of roads providing connectivity 
to the ports of Paradip, Haldia, Visakhapatnam, Cheimai and Ennore, 
Tuticorin, Cochin, New Mangalore, Mormugao, Jawaharlal Nehru Port 
and Kandla is envisaged to be implemented by NHAI. Work on 
development of connectivity to Kandla has been completed. 
Apart from capacity augmentation by 4/6 laning of national 
highways under NHDP, the government has also under taken the 
programme for improvement of riding quality of national highways. 
The programme was conunenced in 1999. At that time it was assessed 
that about 33,000 km of national highways (balance length apart from 
NHDP) needed improvement of riding quality. Till now, about 30,000 
km of national highways have been improved under the programme. 
Riding quality of the balance length of national highways is targeted to 
be improved within the year 2004-05. 
50 
Projects on road development have been taken up in various 
parts of the country with the assistance of World Bar\k, Asian 
Development Bank (ADB) and Japan Bank for International 
Corporation (JBIC). Six projects in Pimjab, Haryana, Orrisa, West 
Bengal, Madhya Pradesh and Maharashtra were completed in 2001 
from world bank credit / loan assistance of US$306 million. Three 
projects taken up under the Japan Bank for International Corporation 
(JBIQ loans have already been completed and one is likely to be 
completed by 2004. Further, the NHAI have five projects in the states 
of Haryana, Rajasthan, West Bengal, Jharkand and Andhra Pradesh 
under the loan assistance of US$235 million from ADB, which have 
been completed substantially. Two loans of US$180 million and 
US$240 million have also been tied up from ADB for Surat-Manor 
tollway project in Gujrat / Maharashtra and western transport 
corridor development project in Kamataka respectively. In addition, 
two loans of US$516 million and US$589 million have also been tied 
up from the world bank for development of NH-2 in Uttar Pradesh, 
Bihar and Jharkand and works are in progress. The four laning of 
Porbander to Deesa section (506 km) on the east west corridor of the 
NHDP has been taken up at an estimated cost of Rs.2373 crore, of 
which around Rs.l587 crore (US$320 million) would be met from ADB 
loan. Another loan of US$210 million for West Bengal corridor 
development project has been approved by the ADB recently. 
With a view to further augment flow of funds to the sector, the 
government announced several incentives for encouraging private 
sector participation in road development. Twenty six projects valued 
at around Rs. 42000 crore have already been taken up on build operate 
and transfer (BOT) basis. In addition, eight projects valued at Rs. 2400 
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crore have been awarded on annuity basis. Several other projects have 
also been identified for being taken up under BOT''^ . 
National Highways Authority of India (NHAI) has also finalised 
model concession agreement, which has been developed under 
consultation with Ministry of Finance. The contentious issues such as 
concession fee, which was the cause of High Added cost of road 
development on Build Operate Transfer (BOT) basis, have been 
completely withdrawn from the model agreement. At the level of 
states the focus should be on the public goods, cities and towns 
urgently need to escape the primary syndrome, when primacy cities 
bloat and satellite towns do not develop owing to inadequate 
trai\sport links. At the level of municipalities, the focus should be on 
making roads safe for all road users. But this requires municipalities 
to get serious about raising resources. 
Road trai\sportation is vital to both trade as well as 
manufacture. Trade enables need to be transported and even 
manufacture at a given location requires the trade of raw materials 
and components as well as the sending out of the finished product. 
Country with a poor road transportation network has no hope of being 
a success either as a trader or a manufacture. Further just as ants build 
anthills, human built towns and cities. From these colonies they 
obtain their needs by scouring a vast hinterland. It is said that the 
great cities sit like giant spiders on their road transport networks our 
cities are not such cities and sit like giant blocks of jilly on the map 
with poor connectivity. This will not do for a country that wishes to 
be prosperous. Road transportation requires the primary attention of 
the state. It is woeful today, this affects our quality of life directly by 
forcing us to around into primary ridden cities while in reality this is a 
vast country and there could be enough space for all if only the space 
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ways colonized by road transportation. Poor road transport makes 
trade and manufacturing difficult. It also makes life unsafe. If we do 
not pay attention on roads today we have to pay heavy price 
tomorrow. Private participation is also very necessary to follow 
competitive bidding and bench marketing for private investment in 
road projects bidding process should enable provision of service at 
minimum cost to users. And to avoid unnecessary delay, the 
goverrunent should first carry out a detailed techno-economic study of 
projects before inviting private parties. 
Roads project should be identified based on user demand. Toll 
collection is the main source of revenue for private roads. So projects 
should be selected only when the users feel acute need for such a road. 
Goverrunent should not fix any cop for the toll and should let the 
market to decide the toll. 
The National Highway Authority of India (NHAI) was 
constituted under the national highway authority of India act 1988 and 
was made operational in February 1995. It was entrusted with the task 
of implementing national highways projects to strengthen the national 
highways network. 
Table 2.2 
Total length of roads in India 
National Highways 
State Highways 
Major District Roads 
Village and Other Roads 
Total Length 
Length in K.M 
58,112* 
1,37,119 
4,70,000 
26,50,000 
33,15,231 
Percentage 
1.75 
4.13 
14.17 
79.93 
Source: WWW. Nhai.org 
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National Highways 
The total length of roads in India is 33,15/231 Km, out of which 
national highways has 1.75 percent, state highways 4.13 percent, major 
district roads 14.17 percent and village and other roads having 79.93 
percent share. 
*National Highways are less than 2 percent of networks but carry 40 
percent of total traffic 
Current Status: 
Passenger 
Freight 
Road 
85 percent 
70 percent 
Railways 
15 percent 
30 percent 
Table 2.3 
State Wise Distributions of National Highways 
Name of the State/Union Territory 
(K.Ms) 
Andhra Pradesh 
Arunachal Pradesh 
Assam 
Bihar 
Chandgarh 
Chhatisgarh 
Delhi 
Length 
4,002 
392 
2,836 
3,301 
24 
1,810 
72 
Contd. 
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Goa 
Gujarat 
Haryana 
Himachal Pradesh 
Jammu & Kashmir 
Jharkhand 
Kamataka 
Kerala 
Madhya Pradesh 
Maharashtra 
Maiupur 
Meghalaya 
Mizoram 
Nagaland 
Orissa 
Pondicherry 
Rajasthan 
Punjab 
Sikkim 
Tamil Nadu 
Tripura 
Uttar Pradesh 
Uttaranchal 
West Bengal 
Total 
Source: WWW. Nhai.org 
269 
2,461 
1,361 
1,188 
823 
1,614 
3,570 
1,440 
4,664 
3,626 
954 
717 
927 
369 
3,301 
53 
4,597 
1,553 
62 
3,758 
400 
4,941 
1,076 
1,951 
58,112 
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Conclusion: 
It is concluded that Indian roads can be traced back since long ago. In 
olden times, roads were constructed mair\ly by the kings or ruler 
especially for the ptirpose of war. The main roads and routes were 
well defined and adequately served the country's admirustrative, 
political and commercial needs. During British period the maintenance 
and construction of roads were under the supervision of Military 
Engineers and a number of trunk roads were constructed connecting 
important commercial and military centers. After independence due 
importaiKe was given to road transport development keeping in view 
the economic development of the nation. The first five-year plan 
provided, a sum of Rs. 131.3 crores for development programmes 
whereas the tenth plan outlay proposed for central sector roads is Rs. 
59400 crore. Without any doubt one can say, some concrete 
development of road transport network have been taken place in past 
plans era but still there remains a lot to be accomplished in so far as 
the development of road transport on right lines is concerned. There 
are number of problems associated with the development of road 
transport in the country. Their solution with concerted efforts on the 
part of the transport operators, the government and other agencies is 
urgently called for. 
In the following chapter an attempt has been made to A Brief 
Profile of Uttar Pradesh State Road Transport Corporation (UPSRTC). 
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A Brief Profile of Uttar Pradesh State Road Transport 
Corporation (UPSRTC) 
Topography of Uttar Pradesh 
A well-knit transportation system has many tasks to perform, in the 
process of industrialisation in any region. This becomes all the more 
imperative in a vast state like Uttar Pradesh, which presents a large 
variance in its regional topography, with sub-mountain tiacts on one side 
and criss-crossing rivers on the other in almost all the plain regions of the 
Statei. 
Uttar Pradesh is the most popular state in the countiy continued to 
be the largest state Population wise with 16.44 percent people of the 
coimtry living there. Uttar Pradesh is located between 23052 and Sl^lS 
North and 77^ and 89038E. It is bounded by Tibet and Nepal in the 
north- west, Punjab in the west, Rajasthan in the south- west, Madhya 
Pradesh in the south and Bihar in the east. The Yamuna river form a part 
of the western boundary, other boundaries are artificial. From the 
locational examination of Uttar Pradesh one can easily conclude that the 
provision of adequate transport facilities in the state is not only important 
for its own economic growth or from the point of view of defence of the 
country but also is of great economic significance to Punjab, Rajasthan 
and other western states of the country. Geographically Uttar Pradesh is 
divided into four regions the hill areas in the north along the Himalaya, 
the Sub-Mountainous tract comprising Bhabhar and Taral, the Yamuna-
Gangetic Plain with fertile alluvial soil, and the hill plateau region lying 
to the south of the Gangetic Plain. The Himalayan tract in the extreme 
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north comprises have the Kumaon division and part of Dehradun district. 
This region is mountainous with very high peaks. The sub-mountain 
tract between the Ganga and Sharda rivers has two distinct portions. 
Right below the hills lays a strip of land called the Bhabhar (which is 32 
Kms wide in the west but narrows Eastwards). In this tract the torrents 
rush down from the steep slopes and disappear beneath a mass of 
boundaries and gravel except during the rainy season. A large portion of 
the Bhabhar is covered with forest. Below the Bhabhar is a wider strip of 
land called the Tarai; a damp and marshy tract covered for the most part 
with thick jungle and tall grasses. Though this region has lots of forests, 
the climate of the region is malarial and the transport system is not yet 
developed. Similarly, the land in the tarai area is basically fertile but it 
will have to be reclaimed before it is brought under the plough. 
The Great Ganga plain is built up the detritus from the Himalayas 
and is traversed by the rivers, Jamuna, Ganga and Ghaghra, which are 
almost parallel to each other. This tract occupies the largest area covering 
48 out of 60 districts of the state. The northern limit is marked by the 
smooth curve of sub-mountainous tract but on the south it is very 
irregular, as the rugged surface of the southern plateau intrudes into the 
smooth alluvial tract. The entire plain slopes generally from northwest 
to south east^. 
History of UPSRTC 
The Present chapter entitled "A Brief Profile of Uttar Pradesh State Road 
Transport Corporation (UPSRTC)" illustrates on the growth and 
development of Uttar Pradseh State Road Transport Corporation 
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UPSRTC to lay the foundation to study the working and performance of 
Uttar Pradesh state Road Transport Corporation UPSRTC that is the main 
theme of the present work. Passenger road transport services in the state 
of Uttar Pradesh was started on 15^ ^ May, 1947 with the operation of bus 
services on the Lucknow - Barabanki route by the erstwhile Uttar Pradesh 
Government, and the corporation was placed in the charge of transport 
commissioner. Since 1947, the Uttar Pradesh government roadways has 
function as a department of government under the administrative control 
of the transport commissioner who is also responsible for the 
administration and enforcement of motor vehicles act and rules, motor 
vehicles, passengers and goods tax. Subsequently, during the fourth Five 
Year Plan, the erstwhile Uttar Pradesh Government Roadways was 
renamed as Uttar Pradesh State Road Transport Corporation (UPSRTC) 
on 1*' June 1972 under the provisions of the Road Transport Act, 1950 
with the following objectives: 
> For the development of the road transport sector correlated to which 
would be the overall development of trade and industry. 
> For coordination of the road transport services with other modes of 
transport. 
> For providing or creating the provision of an adequate, economical 
and efficiently coordinated road transport service to the residents of 
the state. 
At the time of establishment of the corporation it had a fleet of 4253 
buses that were operating on 1123 routes, over a total of 122 thousand 
kilometers of road length at an average route length of 109 kilometers. 
The total road length covered by the buses of Uttar Pradesh Road 
Transport Corporation was 228.80 million kilometers. While the total 
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number of passengers carried by its buses totaled 251.30 million. By the 
end of the decade i.e. in the year 1982 fleet of the corporation had attained 
strength of 5679 buses, the operations had increased to 1782 routes over a 
road length of 263 thousand kilometers, while the average route length 
increased to 148 kilometers. As a result of this increase in operations, the 
earned kilometers totaled about 396.20 million kilometers, while the total 
numbers of passengers carried totaled over 449.10 million. 
During VI* five-year plan it witnessed further increase in all 
operational parameters being achieved by the corporation. With the 
increase in fleet strength of 6198 buses, the kilometers covered by the 
corporation rose to 427.7 million kilometers and in the VII''^  five-year plan 
the main emphasis was placed on strengthening the fleet of the 
corporation. By the end of the plan period the fleet had risen to 8161 
buses from the initial strength of 6198. During this plan period, 5191 new 
buses were inducted into the fleet, 3228 for replacement and 1963 for 
augmentation. This increase had to be made in order to compensate for 
the gradual discontinuation of about 1000 hired or undertaking buses 
that were operating on the nationalised routes of the state, under control 
of the corporation. 
During the VIII* five-year plan 2722 buses were replaced with new 
buses however 3142 buses were auctioned. In the IX five-year plan (1997-
2002) the corporation inducted 2427 buses and auctioned 3785 buses. 
Further, in view of the paucity of funds to replace the aged fleet, the 
corporation hired buses to operate on nationalised routes under its 
control. By the end of year 2001-2002, around 850 private buses were 
being operated under this scheme. 
63 
The corporation brings its fleet size to 8000 buses in 2002-03 with 
around 6500 owned and 1500 hired buses. 800 buses has replaced at a cost 
of Rs. 748 million and another Rs. 711 million has been invested on land 
and buildings, tools and plants and passenger amenities. Rs. 1006 million 
has been funded by loans from Housing and Urban Development 
Corporation HUDCO, Central Bank of India and State Government and 
Rs. 453 million from internal resources. Uttar Pradesh State Road 
Transport Corporation (UPSRTC) being a public sector passenger road 
transport corporation-providing services in the state of Uttar Pradesh as 
well as in Uttranchal and other adjoining states in Northern India. With a 
fleet size of around 7500 buses corporation also operate over 1.9 million 
kilometers catering to the travel needs of over 1.04 million people and 
earning over Rs. 23 million everyday. Provision of adequate, efficient, 
well co-coordinated, comfortable and economical services to the 
passengers, while earning enough for self-sustenance and growth are the 
main motive of Uttar Pradesh State Road Transport Corporation 
UPSRTC. Besides this Uttar Pradesh Road Transport Corporation 
UPSRTC is also providing interring state transport services^. 
Uttaranchal 
It was carved out of Uttar Pardesh is 27* state of India and was formed 
on November 9th, 2000 with Dehradun as its interim capital.^ 
The Cabinet has given permission for division the transport corporation 
on the basis of their geographical Division in between the State of 
Uttaranchal and Uttar Pradesh^. 
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Inter-States Roads 
The states of Rajasthan, Madhya Pardesh, Punjab, 1 laryana, Bihar, 
Himachal Pardesh and territory of Delhi are the neighboring states and 
their boundaries are touched and linked with the states of Uttar Pardesh. 
All these states have fairly good roads connectivity with the state of Uttar 
Pardesh. 
There are 22 important inter states routes in the following table 
(3.1) which shows briefly some of the important inter-states routes 
connecting Uttar Pardesh with adjoining regions. 
Table 3.1 
Inter State Routes In Uttar Pradesh 
Name of the adjoining 
regions 
Rajasthan 
Madhya Pradesh 
Number of 
important inter 
state routes 
3 
7 
Identity of routes 
a) Mathura-Bharatpur (S.H) 
b) Agra-Fathehpur sikri-
Bayana (N.H and M.D.R) 
c) Agra-Tantpur-Karoli(N.H) 
a) Lucknow-Jhansi-Sagar 
(N.H) 
b) Allahbad-Rewa (N.H) 
c) Varanasi-Rewa (N.H) 
d) Jhansi-Shivpuri (N.H) 
e) Etawah-Bhind (N.H) 
f) Jhansi-Naogaong 
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Delhi 
Punjab 
Bihar 
Himachal Pradesh 
4 
2 
5 
1 
Chhaterpur (5.14) 
g) Banda-Mahoba-
Chhaterpur (S.H and 
M.D.R) 
a) Agra-Bharatpur-Delhi 
(N.H) 
b) Ghaziabad-Meerut-Delhi 
(N.H) 
c) Agra-Mathura-Delhi 
(N.H) 
d) Saharanpur-Loni-
Shahdara (S.H) 
a) Muzaffarnagar-Shamli-
Panipat (S.H) 
b) Saharanpur-Ambala (S.H) 
a) Gorakpur-Tamkohi-
Bethiah (N.H) 
b) Gorakhpur-Karia-
Tamkohi-Mobhan (N.H 28) 
c) Lucknow-Balia-Chaphra 
(S.HandM.D.R) 
d) Varanasi-Sasaram 
e) Varanasi-Ghazipur-arrah 
(N.H ar\d M.D.R) 
Dehradun-Herbertpur-Nahan 
(MDR) 
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Source: Public and works department Lucknow 
Note: NH National Highways 
SH State Highways 
MDR Major District Roads 
Besides these important inter state routes, there are large number 
of roads in the category of Major District Roads (MDR), which are also 
connecting Uttar Pardesh with the various adjoining states. In most of 
these major district roads, there are number of missing bridges. Even on 
some of the important inter-states routes in the category of national 
highways and state highways connecting Uttar Pardesh with the 
adjoining regions, there are several missing and weak bridges that arc 
causing a great hindrance in the development of inter-state traffic on 
many of these routes^. 
Infrastructure of Uttar Pardesh State Road Transport Corporation 
The corporate office of the corporation is situated at Lucknow. 
For efficient functioning the corporation has been divided into four 
administrative zones: 
West Zone Headquarter at Meerut 
Central Zone Headquarter at Lucknow 
East Zone Headquarter at Varanasi 
Uttaranchal Zone Headquarter at Haridwar 
The above-mentioned zones have been divided into 18 regions. 
Each region has a regional workshop where major repair and 
maintenance work as well as assembly reconditioning work is performed. 
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Each region has been, further divided into operational units called depots. 
The total number of depots in the corporation is 116, including car-
section. Each depot has a depot workshop attached it to provide 
supportive maintenance facilities. For heavy maintenance and repair of 
vehicles, reconditioning of major assemblies, renovation of buses and 
construction of bodies on new chassis, two Central workshops have been 
established in Kanpur: Central Workshop, Rawatpur and Allen Forest 
Workshop, Allen Forest. 
Six tyre re-treading plants are established at Gorakhpur, 
Ghaziabad, Bareilly, Kanpur, Saharanpur and Allahabad to provide in-
house tyre re-treading facilities. For repairs and maintenance of staff cars 
belonging to the State Government and the Corporation, a separate unit 
named Car Section is established at Lucknow. For imparting training to 
drivers and technical staff, a Training School is established at Kanpur. 
The region wise location details of the various units of UPSRTC are 
available in the Table 3.2. 
Table 3.2 
Zonal Head Quarters with Number of Regions and Number of Depots. 
S.No. 
1 
2 
3 
4 
5 
6 
Region 
Agra 
Aligarh 
Moradabad 
Ghaziabad 
Meerut 
Etawah 
No. of Depots 
6 
7 
5 
6 
8 
5 
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7 
8 
9 
10 
11 
12 
13 
14 
15 
Total 
Kanpur 
Jhansi 
Lucknow 
Bareilly 
Allahabad 
Azamgarh 
Gorakhpur 
Varanasi 
Faizabad 
6 
6 
9 
6 
7 
7 
6 
7 
6 
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Source: Annual Report of UPSRTC, 2002-03,P.04 
It is evident from table (3.2) clearly reveals that central and eastern 
zones arc the biggest, having five regions and thirty-three depots each, 
where as the Uttaranchal zone is the smallest, having only three regions 
and eighteen depots. Being a new state. 
Organisational Structure of Uttar Pradesh State Road 
Transport Corporation UPSRTC 
The Corporation is an autonomous body corporate and its general 
superintendence, direction and management of affairs and business is 
vested in the hands of Board of Directors. The Board of Directors through 
its Managing Director who is the Executive Head does the management 
of Uttar Pradesh State Road Transport Corporations (UPSRTC). The 
Board is headed by the Chairman and consists of at least 5 or almost 17 
Directors, out of whom one-third are from the Central government and 
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two-thirds from the state government. State government does the 
nomination of the Directors. 
The management comprises of the Additional Managing Director, 
Secretary Corporation, Chief General Manager (Operations), Chief 
General Manager (Technical), Finance Controller, Chief Security Officer, 
General Manager (Administration) and the General Managers of the 
functional areas - Operations, Bus Station Management, Passenger 
Amenities, Personnel, MIS & EDP, Technical, Materials Management and 
Quality Control. 
The Corporation has 46095 employees. These include 331 officers 
(73 class I officers, 258 class II) 2242 administrative staff, 12018 techiucal 
& workshop employees, 24564 drivers & conductors, 6815 operations 
staff and 125 part timers. The average employee productivity is 40 
kms/ employee/ day. 
Organisational Setup 
The organisational setup of the Uttar Pradesh State Road Transport 
Corporation (UPSRTC) is two folded, one is for executive and the other is 
for operational functions. 
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ADMINISTRATIVE SETUP - EXECUTIVE 
BOfiRDCF 
DIRECHTCRS 
CHATRMHSM 
HEAD 
QUARTTERS 
DIRECTOR 
ADDL MWAGING 
DIRECTCR 
nNANCE 
OONTROLLER 
lEGfiL fiDVlSOR 
CHIEF GEhERAL MANAGER 
(OFERATICMS) 
CHIEF GEhERAL M^ajSAGER 
CTECHSIO^ 
FUNCnONAL 
AREAS 
GENERAL 
MANAGERS 
HQRS. 
REGIONAL 
OFFICES 
LETS - 1 5 
CENTRA-
WORKSHOPS - 2 
ATKAhPUR 
GENERAL 
MANAGERS 
TRAINING 
INSTTTUrE- l 
Source: www.upsrtc.com 
Board of Directors, chairman are at the top of Hierarchy followed 
by head quarters managing directors; who is in charge of additional 
directors finance controllers legal advisors, chief general manager 
(operations), chief general manager (technical), functional area general 
manager head quarters, zonal officer, zonal manager and central 
workshop at kanpur general managers training institute. 
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ADMINISTRATIVE SETUP - OPERATIONS 
Regions-
15 
Regional 
Nfenaaers 
Depot- 97 
Asst. Regional 
Managers 
HQR 
Regional Workshops • 
15 
Service Nfenaaers 
TyreRetreadii^slDps-6 
AsstHegici^Maiuger 
Source: www.upsrtc.com 
The operative administration is vested in the hands of zonal 
managers; under this these are regional managers, regional workshop 
service managers and car section managers. The assistant regional 
managers reports to regional managers and tyre re-treading shops. 
Assistant regional managers report to regional workshop service 
managers. 
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Operations and Services of Uttar Pradesh State Road 
Transport Corporation (UPSRTC) 
The buses of Uttar Pradesh State Road Transport Corporation (UPSRTC) 
are primarily operated on nationalized routes of the State and 
neighboring states. In addition, a limited number of buses are also 
operated on some non-nationalized routes or segments on permit-basis^ 
depending upon the demand of passengers. The adequacy of corporation 
operations can be gauged from the fact that the corporation operate 
around 7500 buses on the nationalized routes network covering over 2 
million kms a day. Each day buses ply 90 single or 45 up-down ti'ips on 
each nationalized km or there is at least 1 up-down trip on each 
nationalized km in every 30 minutes. Combined, the buses cover a 
distance of about 2 times the circumference of earth in an hour. 
Nationalised Routes in Uttar Pardesh 
The States of Uttar Pradesh and Uttaranchal have about 106,000 
kilometers of motor able roads of which only 22,323 kilometers 21 percent 
is nationalised. As agairist this, in some states like Maharastra, Gujarat, 
Karnataka and Andhra Pradesh 100 percent road kilometer is under 
nationalised routes. The State Transport Undertakings have exclusive 
operations rights on nationalised routes; however, in the present scenario 
they are faced by heavy competition from unauthorised operators^. 
There are 519 nationalised routes in the states of Uttar Pardesh and 
Uttaranchal; the list of nationalised routes is given below in the table 3.3. 
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Table 3.3 
Total length of nationalised routes 
Routes 
Total length of nationalised routes 
Length of overlapping portion 
Net length of nationalised routes 
Routes in Uttaranchal 
Length of nationalised routes in Uttar Pradesh. 
a) Already De-notified 
b) b) Parallel operations allowed 
c) c) SRE-Delhi and Allied routes 
d) Schemes amended and Private. 
Operations allowed in 11 cities 
Total 
Length in (Kms.) 
28238 
9380 
22323 
1660 
20663 
1661 
2301 
1427 
1365 
89018 
Source: www.upsrtc.com 
The total length of nationalized routes in Uttar Pardesh is 28238 
Km and out of this 11450 Km is meant for exclusive Uttar Pradesh State 
Road Transport Corporation (UPSRTC) operations and the rest both 
Uttar Pradesh State Road. 
Transport Corporation (UPSRTC) and private operators operate. 
Net length of nationalised routes in Uttar Pradesh for exclusive Uttar 
Pradesh State Road transport Corporation (UPSRTC) operationsll450 
kms. 
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Services of Uttar Pradesh State Road Transport Corporation 
> Around 7500 buses covering 267 kms per bus per day. 
> Around 2 million kms on nationalized routes daily. 
> Covering a distance of over 2 times the circumference of earth every 
hour. 
> On an average 90 single trips or 45 up-down trips on each 
nationalized km. per day or 1 up-down trip on each nationalized 
km. every 30 minutes. 
With a view to extend the benefits of its services to the largest 
traveling population, the corporation operates a variety of services suited 
to passengers with different travel needs. Some of the services provided 
by UPSRTC are as follows. 
Short distance shuttle services: These services are operated on the 
village, tehsil, district and center network. The adequacy, frequency of 
services and economy is the criteria for these services apart from 
efficiency of services and passenger comfort. 
Express and Long route services: These services generally cater to the 
passenger surplus of the railway network. Efficiency of services and 
passenger comfort is the corporate criteria for long route services. The 
fare charged on Express buses is 10 Percent higher than ordinary buses. 
Deluxe and Semi-Deluxe services: These services provide convenient 
and comfortable transport to the passengers and are generally plied on 
long routes or shuttle services cormecting satellite towns connected to a 
business center as the nuclease. Standards for passenger comfort are fixed 
and compliance is ensured. The fare charged on semi-deluxe buses is 25 
percent higher and that on deluxe buses is 70 percent higher than that on 
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ordinary buses. The corporation has recently launched AC bus services 
on selected routes. 
Interstate Services: Based on reciprocal agreements, the corporation 
operates direct services to the important cities of adjoining states, like: -
a) Ambala, Karnal, Rohtak, Bhiwani, Ludhiana, Patiala, Amritsar, 
Pathankot and Hoshiyarpur in Punjab & Haryana 
b) Shimla and Nahan in Himanchal Pradesh 
c) Udaipur, Ajmer, Bharatpur, Alwar, Jaipur, Balaji and Nathdwara in 
Rajasthan 
d) Khajuraho, Gwalior, Sagar, Reva and Satna in Madhya Pradesh 
e) Raxaul, Patna, Gaya and Bhabua in Bihar 
f) Delhi and Chandigarh 
The corporation on an average operates around 1700 services 
on over 400 interstate routes. 
Hill Operations: To cater to the needs of passengers residing in the hills 
of the state (now Uttaranchal), where road transport is the exclusive 
mode of transport, the corporation operates hill services from its 
Dehradun, Kumaon and Tanakpur regions in view of its social 
commitments. However, buses plied on hill routes have a lower seating 
capacity and high operational cost due to higher wear & tear owing to the 
terrain of operations. As a result these operations are subject to planned 
losses. On an average, the corporation operates around 370 buses on 180 
hill routes incurring a loss of around Rs. 118 million per annum on these 
operations*. 
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Types of Services 
Plains- Ordinary services - Fare Rs. 0.4050/passenger/kilometer 
Express- Fare 110 percent of ordinary fare Semi -Deluxe - Fare 125 
percent of ordinary fare. Deluxe - Fare 170 percent of ordinary fare. 
Hills- Ordinary services - Fare Rs. 0.6480 / passenger / kilcjDaeter 
Semi-Deluxe- Fare 125 percent of ordinary fare. 
Deluxe- Fare 170 percent of ordinary fare. 
Passenger Amenities 
The Corporation has 365 bus stations of which 251 are in owned premises 
and 114 in rental premises. For the convenience of the passengers the bus 
stand generally has rest rooms, canteens, booking offices, toilets, drinking 
water, timetable and fare chart display, enquiry counters, public address 
systems, lights, fans, seats and benches and Public Call Office (PCO) etc. 
Cleanliness of the bus stations and buses are accorded priority. 
Suggestions and complaint books have been made available to Station In 
charges and passenger feedback through them is invited and monitored. 
TV's have been fitted in passenger lounge of important bus stations^. 
The bus station have been Classified in four categories A B C and 
D. The facilities to be provided as per classifications is given below in the 
table 3.4 
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Table 3.4 
Facilities provided by UPSRTC 
S.No. 
1 
2 
3 
4 
5 
6 
7 
8 
9 
10 
11 
12 
|13 
14 
15 
Facilities 
Drinking Water-Taps 
& India Marks-II 
Pumps 
Lighting & Passenger 
sheds & Station 
Fans in Passenger 
Sheds 
Benches & Chair 
Display of T.T & fare 
list 
Booking & inquiry 
counter 
Suggestions 
/complaint Box 
Toilet and urinals 
Canteen/Book 
stalls/general 
mprrhant <;hnp<; 
P. C. 0. 
Passenger lounge 
Public address 
Systen\s 
Cloakroom 
Generator 
Television 
Categories 
Category 'D' 
(1-8) 
Category 'C 
(1-11) 
Category 'B' (1-12) 
Category 'A' 
(1-15) 
Source: Armual Report of UPSRTC, 2002-03,p.l8 
Seat Reservation: The corporation has initiated the seat reservation 
arrangements at 50 identified bus stations on selected services. 
Passengers can use this facility to book their tickets up to two months 
in advance of the date of the journey is given below in the table 3.5 
78 
Table 3.5 
Types of services with rates provided by UPSRTC 
Type of Services 
AC/Deluxe 
Semi Deluxe 
Express 
Ordinary 
Reservation rater per 
seat upto 250 kms 
5.00 
3.00 
2.00 
1.00 
More than 250 kms. 
5.00 
4.00 
3.00 
2.00 
Source: Annual Report of UPSRTQ 2002-03,p.l8 
Table 3.6 
Free Travel Facilities 
The various citizens given below are permitted to travel free as per 
details 
1: Distinguished Citizens 
The categories of distinguished citizens given below are permitted to 
travel free in corporation buses, the expenses of their travel are paid by 
the concerned departments of the administration. 
DISTINGUISHED CITIZENS 
MEMBERS OF PARLIAMENT-
LOKSABHA/RAJYASABHA AND 
ONE CO-PASSENGER 
MEMBERS OF THE LEGISLATIVE 
ASSEMBLY U.P. AND ONE CO-
PASSENGER 
MEMBERS OF LEGISLATIVE 
COUNCIL OF U.P. AND ONE CO-
PASSENGER 
PAYING DEPARTMENT 
TRANSPORT COMMISSIONER'S 
OFFICE UTTAR PRADESH 
LUCKNOW 
LEGISLATIVE ASSEMBLY 
SECRETARIAT UTTAR PRADESH 
LUCKNOW 
LEGISLATIVE COUNCIL 
SECRETARIAT UTTAR PRADESH 
LUCKNOW 
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DISTINGUISHED REPORTERS. 
FREEDOM FIGHTERS AND ONE 
CO-PASSENGER 
EX-MEMBER LEGISLATIVE 
ASSEMBLY OF U.P. AND ONE 
CaPASSENGER 
EX-MEMBER LEGISLATIVE 
COUNCIL OF U.R AND ONE CO-
PASSENGER 
INFORMATION DIRECTORATE 
UTTAR PRADESH LUCKNOW 
FREEDOM FIGHTERS WELFARE 
CORPORATION LUCKNOW 
ASSEMBLY SECRETARIAT UTTAR 
PRADESH LUCKNOW 
LEGISLATIVE COUNCIL 
SECRETARIAT UTTAR PRADESH 
LUCKNOW 
Source: Annual report of UPSRTC, 2002-03, P-11-12. 
NOTE: In the above mentioned categories, distinguished reporters, the 
co-passengers with the member parliaments and member of the 
legislative assembly, members of the municipal corporations, shall have 
to pay taxes and surcharges on the fares on their own. 
2: Citizens Decorated With Bravery Award 
Citizens of the state who have been decorated with bravery awards are 
permitted to travelfree of charge in corporations buses. The extra charges 
and the taxes only other than the fare of the buses are to be paid by them. 
3: Physically Hand icapped And Blind Cit izens 
i. Those who are totally blind or are partially blind (According to the 
definition of physically handicapped public act 1995) 
ii. Those who are dumb, deaf or both (According to the definition of 
physically handicapped public act 1995) 
iii. Those whose one arm or leg or both are amputated. 
iv. Those whose one hand and one leg or both hands or both legs are 
handicapped (paralyzed) 
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V. Those who are mentally retarded or challenged (According to the 
definition of physically handicapped public act 1995) 
vi. Leprosy free physically handicapped. 
NOTE: In the above-mentioned categories, citizens in category "a" "c" "d" 
"e" can have one co-passenger traveling with them free of charge of the 
bus fare. The citizens of the above category can avail of the free travel on 
production of the certificate given by the CHIEF MEDICAL OFFICER. 
The travel is only allowed in the ordinary buses of the corporation. The 
citizens in the above mentioned category and their co-passengers have to 
pay taxes & surcharges other than the fare. The PHYSICALLY 
HANDICAPPED WELFARE DIRECTORATE reimburses their travel cost 
to the Corporation. 
Pass System of UPSRTC: Concessional pass system has been 
introduced in UPSRTC for the benefit of regular commuters. The details 
are as under 
Monthly Pass Scheme: Facility is available on selected routes in each 
region. Fare of only 25 trips is charged. Travel is allowed for all days in a 
month for one up and one down trip only. (60 Trips). Pass holder pays 
taxes & surcharge. Passes are issued at Regional or Depot level. 
Tourist Pass Scheme: Fixed fare of Rs. 425/- all comprehensive is 
charged. Travel are allowed for any destination within or outside U.P. by 
a UPSRTC or UPSRTC's Hired buses within a span of 8 days from the 
date selected. Passes are issued at Regional or Depot level. 
Apka Din Pass Scheme: Passes are issued valid for 4 weeks or 13 
weeks for a fix day of the week selected by the applicant. Fare of 6 trips is 
charged on week passes against 8 up and down trips admissible and of 16 
trips charged on 13 week's pass against 26 up and down trips admissible. 
Travel is allowed between destinations selected by the Pass holder on the 
selected day of the week. Pass holder pays taxes & surcharge. Passes are 
issued at Regional or Depot levepo. 
Fare And Concessions 
The fare of corporation services is based on the distance traveled, terrain 
of operations; hills and plains and type of services; ordinary, express, 
semi-deluxe and deluxe. The fare includes additional tax @ 21/121 of Iho 
gross amount. Further, the fare also includes accident surcharge and 
passenger amenities surcharge as given below in the table 3.8. 
Table No. 3.7 
Compensation Claims on Accidents 
Kms Range 
0-85 
86-100 
101-200 
201 and above 
Accidents Claims 
Surcharge 
0.50 
1.00 
2.00 
3.00 
Passenger Amenities 
Surcharge 
0.00 
1.00 
2.00 
3.00 
Source: Annual Report of UPSRTC, 2002-03,p.l6 
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Concessions 
The Corporation provides concessions on its fares or free travel facilities 
on its buses to various categories of citizens. The concessions or free 
travel applicable to different category of citizens are given in the table 3.9. 
Table 3.8 
Facilities for Children 
Category 
UPTO 5 YEARS OF AGE 
MORE THAN 5 YEARS BUT UP 
TO 12 YEARS 
Concession 
FREE TRAVEL 
50 PERCENT OF FARE 
Source: Annual Report of UPSRTC, 2002-03,p.l3 
Recruitment 
Apart from officers, direct recruitment in the Corporation is at the levels 
of drivers, conductors. Junior. Station In charges, lower division clerks, 
cleaners and mazdoors, compilers, Junior. Accountants. Essential and 
desirable qualifications are advertised time to time as and when 
recruitment takes place. Government rules relating to reservation for 
various categories of applicants is applicable. The process is 
computerised and fully transparent. However, with a view to slim 
organisation no recruitment, apart from special drive for reserved 
categories and eligible apprentices, has taken place in the last decade. 
Recruitment of dependents of deceased employees on compassionate 
rounds is also considered. 
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Table 3.9 
Staff Welfare 
1 
2 
3 
Free travel on 
corporation buses for 
employee's family 
Medical facilities 
Group Insurance 
Scheme 
Class I 
Class II 
Class III 
Class IV 
2 free passes & 3 P.T.Os p.a. (calendar yr.) 
to working employees 
1 free passes & 2 P.T.Os p.a. (calendar yr.) 
to retired employees 
A dispensary equipped with requisite 
medical facilities, having specialist doctors, 
1 Physician and 1 eye specialist, and 1 
homoeopath is established at Hqr. for free 
checkups, treatment, consultation to 
employees. 
All employees provided a fixed monthly 
medical allowance as per Govt, rules. 
Reimbursement of hospitalisation charges 
in special cases of serious illness.. 
All employees covered under the Group 
Insurance Scheme of LIC. The monthly 
deduction & coverage is as below : 
Ded. Per month Ins. 
100 
75 
40 
24 
Coverage provided 
1.00 lacs 
0.75 
0.50 
0.30 
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4 
5 
Workman Compensation 
Act (WCA) and ex-gratia 
Employee Welfare fund 
Compensation to all employees covered 
under WCA on injuries in accidents as per 
Scliedule IV of WCA. 
Payment of ex-gratia to all eligible 
employees. 
E.W. fund created for budget for funding 
various requirements of employees. 
Membership is voluntary. Initial 
contribution is Rs. 10 and monthly 
contribution is Rs. 2. Matching 
contribution by Corporation. 
Committee comprising of 6 officers and 7 
employees decides financing of employees 
from the fimd based on merits of the case 
to manage the funds. 
Source: Annual Report of UPSRTC, 2002-03,pp.33-35. 
Superannuating 
An employee retires normally on attaining the age of 58 years and is 
entitled to the balance in his provident fund PF account, general 
insurance scheme CIS, encashment of leave, gratuity and pension (if 
applicable). Region wise list of employee retiring in the next one year is 
available. Also a list of employees where retirement dues could not be 
cleared due to paucity of funds is available. However, the corporation 
makes an ex-gratis payment of Rs. 10000/- to every retiring employee on 
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the date of superannuating against his pending dues. 
Purchase Procedure And Policies 
Spare Parts 
The Corporation annually purchases a variety of spare parts as given 
below, as on 2002. 
New tyre sets, tyre re-treading material, vehicle spares from 
maintenance, repairs and reconditioning, spring leaves, batteries, 
assemblies etc valuing approximate 650 millions. 
Bus body fabrication and renovation - steel, aluminum, glass, plywood, 
Rexene, etc. - approx. 500 millions. 
Policy 
All purchases are made from vehicle manufacturers, original equipment 
manufacturers, and firms on Association of State Road Transport 
Undertakings (ASRTU) rate contract and those reputed firms who are 
manufacturers and have previously been suppliers but are not on Rate 
Contract. Tyres are purchased at Headquarters level from reputed 
manufacturers through limited enquiry. Block board and plywood of 
required quality not being on rate contract is purchased through Tender. 
Some items such as tyre, ERW, steel tubes, seat cushions and backrest are 
purchased at Headquarters through tender. Statistically 58 percent 
purchase are from vehicle manufacturers, original equipment 
manufacturers and ASRTU Rate Contract firms, 42 percent from tyres 
and tyre re-treading manufacturers. 
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Procedure 
A-B-C classification for items based on consumption quantity and value 
has been done. In line with the fleet, regions have been authorized for 
purchases up to Rs. 1.50-Rs. 5.00 lacks per month of A and B Category 
items. Similarly, for C category items the purchase powers are up to Rs. 
0.80-Rs. 3.00 lacks pm. Generally all items are procured and stocked in 
the Central stores at Lucknow from where they are issued to regions. 
Committees are created at different level with varying purchase 
procedures to enable compliance to procedures. Credit policy, apart from 
prior supplies (performance and timeliness) is the criterion for vendor 
rating. 
Fuel and Oil 
The Corporation purchases around Rs. 2400 millions per annum of diesel 
and various lubricant oils directly from M/s Indian Oil Corporation on a 
10 days payment credit. 
Assets 
Vehicles 
Chassis is purchased on a 45 days credit policy directly from vehicle 
manufacturers M/s TELCO and M/s Ashok Ley land. Bus body is 
generally fabricated in-house and in special cases fabrication is got done 
by leading bus body fabricators, as per specifications on identification 
through tenders and contract. 
Other assets 
Minimum purchases are done owing to paucity of funds. All purchases 
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are tender based. Purchase power of other assets upto Rs. 100000 vests in 
the Managing Director and beyond that in the Board of Directors^i. 
Hired Bus Scheme 
A scheme for hiring of buses of private operators to operate on the 
nationalised routes. 
Objective: The scheme was introduced in 1992 with a view to enable 
adequate and well coordinated passenger transport services on the 
nationalised routes for the citizens of the State. 
Concept: Buses of the willing private operators are hired through the 
tendering process for the specific routes on which the requirement exists. 
The owner is then provided with the operation's schedule and is expected 
to make the bus available (in proper condition & cleanliness as per the 
agreement) along with the driver. The corporation provides its 
conductor, ticket & stationary, bus station and other services for its 
operations. The payment is made on the basis of the kilometers covered, 
route category and bus type as per the schedule, which is shows from 
table 3.10. 
Table 3.10 
Hiring Pattern of UPSRTC 
JRoute 
|Category 
S. 
No. 
1 
2 
Bus type 
Mini Bus (22 - 27 seats) 
- Plains 
- Hills j 
2 Mini Bus (More than 28 
A 
4.41 
5.65 
1 
B 
4.51 
5.75 
c p 
1 
4.61 [4.71 
5.85 ||5.95 
1 1 
E 
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seats) 
Plains 
Hills 
Ordinary Big Buses 
Express Buses 
Semi-Deluxe Buses 
8 
Deluxe Buses 
Air-Conditioned Big Buses 
(Ordinary/ Deluxe - Plains) 
Air-Conditioned Mini Buses 
(Ordinary/ Deluxe - Plains) 
Source: www.upsrtc.com 
Apart from the above incentives and penalties based on load factor and 
revenue generation are also applicable. 
Procedure: 
l.The maximum number of hired buses that can be deployed in any 
Region is fixed by the headquarters in line with its fleet composition. 
No allotment and renewal in excess of this limit shall be valid. The 
present limits are given in the table 3.11. 
Table 3.11 
Zonal Distribiution Of Hired Buses 
West Zone 
Region 
Agra 
Aligarh 
Buses 
100 
60 
Central Zone 
Region 
Etawah 
Kanpur 
Buses 
80 
60 
East Zone 
Region 
AUahbad 
Azamgarh 
Buses 
90 
110 
Uttaranchal Zone 
Region 
Kumaun 
Tanakpur 
Buses 
70 
10 
89 
Muradabad 
Ghaziabad 
Meerut 
Total 
120 
100 
200 
580 
Jhansi 
Lucknow 
Beriley 
Total 
30 
160 
110 
440 
Gorakhpur 
Varanasi 
Firozabad 
Total 
135 
125 
70 
530 
Dehradun 
Total 
140 
220 
Source: www.upsrtc.com 
Route Creation & Vacancies: As per the operational requirements, the 
various committees create routes but this shall exclude the routes linked 
to or passing through the 21 routes (information available in the Regional 
Offices) identified as the Red Corridor are given in the table 3.12. 
Table 3.12 
Bureaucratic Setup 
a 
b 
c 
Regional 
Committee 
Zonal 
Committee 
Inter Zonal 
Committee 
RM - Chairman SM 
ARM (F) 
ZM - Chairman 
RMs of the 
concerned Regions 
Sr. ZM - Chairman 
ZMs & RMs of the 
concerned Regions 
Routes within the region 
Routes connecting two 
adjoining Regions but within 
the Zone 
Routes connecting two 
adjoining Regions and Zones 
Source: www.morth.com 
Routes for express, semi-deluxe, deluxe and air-conditioned buses are 
identified by the headquarters on the proposals sent by the concerned 
regional managers. 
Information on routes and vacancies are provided along with the tender 
document and it is also displayed at the concerned Zonal and Regional 
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offices and at the bus stations. 
Tendering: Tender are invited giving all requisite details including the 
date, place and duration of sale of tender form, its deposit, earnest 
money, terms & conditions, etc. Tenders are accepted in the sealed tender 
box on the specified date and time and opened accordingly. The 
committee takes decision on the tender based on lowest rates, followed 
by the model of the bus in case of same rates being tendered by more 
than one bidder. 
Agreement period and renewal: In line with the above limitations, the 
agreement period is normally for three years with a provision of renewal 
for a period of one year only. 
Special arrangements for persons of Scheduled Castes, Scheduled 
Tribes and Unemployed Graduates who have been granted a loan under 
any scheme of the State Government: - Such persons shall be provided 90 
days time from the date of acceptance of their tender to make the bus 
available. This facility shall not be available to any other person who shall 
be required to get their bus registered prior to approval of tender. 
Route change: Route change can be considered on the application by the 
operator, only in case a penalty of more than 10 percent has been levied 
on him for more than three consecutive months for low revenue. Decision 
shall then be taken by the respective committee keeping other things in 
view. 
At present the corporation is operating around 956 hired buses. With a 
view to improve efficiency and to put a check on the penalties levied on 
private operators for low revenue, the corporation has decided vide its 
order dated 03.10.2002 not to hire any buses on any routes, excepting 
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Delhi-Saharanpur and allied routes. 
Regulated Dhaba Scheme 
The Corporation observed that its long route buses used to halt at an en-
route wayside dhabas of the crew's choice, where the crew had their food 
but this was inconvenient to its passengers in the absence of required 
facilities at the dhaba and poor quality of available edibles. The 
Corporation thus evolved a novel concept of regulating and authorising 
wayside dhabas on selected long routes. These dhabas would be entering 
an agreement with the Corporation regarding provision of passenger 
facilities as per agreed terms, as well as, pay a nominal token royalty to 
the Corporation. In turn the Corporation shall ensure that its long route 
buses halt only on such dhabas and not on other dhabas. The owner of 
the dhaba is thus benefited in getting captive customers transported to its 
dhaba by the Corporation. The scheme was evolved on the concept of 
Public-Private-Participation to enable the provision of better passenger 
facilities without any long term capital investment. 
In the first phase keeping in view the discomfort faced by the 
passengers the corporation decided to identify certain places on its 
important long routes where arrangements have been made to cater to 
the needs of the bus passengers. The selection of these dhabas was based 
on the space availability, place for parking of vehicles and important 
facilities made available at these dhabas. 
> Regulating rates and quality for sale of eatables 
> Availability of fresh food, snacks and items of general use related to 
travel books, fruits, etc. 
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> Availability of fresh drinking water 
> Arrangements for seating facilities with fans, etc. 
> First Aid facilities 
> Separate toilets or urinals for gents and ladies 
> PCO or Fax facilities 
> 'Round the clock' security 
> Generator facilities for uninterrupted power supply 
> Television for entertaiiunent 
> Suggestions or complaint box for passengers 
> Sheds for waiting passengers for onward journey 
In addition to the above mentioned facilities, the owner of the dhabha 
has also been made responsible for making arrangements for cleanliness 
and minor repairs of the corporation vehicles such as tyre puncture, 
inflation of tyres, etc. 
As per the agreement between the dhaba owners and the Corporation 
besides provision of better facilities to the passengers the owner of each 
authorised dhaba pay to the corporation @ Rs. 10/- per bus through the 
conductor, who in turn will issue a receipt for the same. Besides this, the 
provision of food free of cost for the crew and usage of telephone facility 
for official purposes. The agreement includes the provision of food at 50 
percent discount for staff on duty traveling in the bus on production of 
proof of being on duty. 
The term of agreement is of 5 years and the security amount of Rs. 
10,000/-. This scheme has attracted considerable private investment and 
while ensuring better facilities to the passengers, the corporation has net 
additional revenue of approximately Rs. 4 to 5 crores per year. Very 
recently a private party has constructed a very modern Dhaba near 
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Rampur which provides for separate facilities for VIP and ordinary 
passengers, side by side, including AC retiring rooms, lawn, refreshment 
stalls, cold drinks, tea and coffee stall, public call office PCO, etc. at 
moderate rates approved by UPSRTC. Presently 7 dhabas are operative, 
15 more have been selected and are in the process of finalisation of 
agreement and proposals for another 15 have been received. 
Charted Buses 
Availability Of Corporation Buses On Contractual Basis 
The fare rate for hiring a Corporation bus on contract basis is Rs. 20.08 
per km. In which Rs. 3.48 charges as extra tax and Rs, 16.60 per km. is 
Corporation's fare (for a minimum of 400 kms of distance per day.) 
Booking of UPSRTC's buses for marriage and other social 
ceremonies 
The following arrangements have been made for hiring a bus for 
marriages and other social ceremonies only: 
> Booking of buses done only for 24 hrs. from 5.00 a.m. of date of 
booking till next day 5.00 a.m. 
> Limits for minimum km covered is 250 kms instead of 400 kms in the 
month of April, May and June and for rest of the month it is 200 kms 
instead of 350 kms. 
> The rate of booking is Rs. 16.72 per km and taxes will be charged 
extra. 
> For the above purpose only those buses made available who have 
age of more than 4.00 lakh kms and have bus utilisation is 245kms 
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per bus per day and Load factor 65 percent or less. 
For UPSRTC's Employee 
> This facility is given to all employees for one time only throughout 
the service period. 
> Buses could be given only availability of the buses. 
> Relaxation for employee is 50 percent on fare. Rest 50 percent fare, 
passenger tax and surcharges are borne by the employee. 
> Under this policy only one bus is allotted. 
> At regional level only regional manager R.M. is authorised to give 
permission for hiring a bus^ .^ 
Conclusion 
It could be concluded from the above discussion that Uttar Pradesh State 
Road transport Corporation is facing a severe resource crunch today, 
which has led to shortage of spare parts and other materials for its day to 
day operations such a situation has resulted in deterioration of the health 
of the fleet, which forced it to defer its replacement plans and rise in the 
over age buses. Inability to augment the fleet Uttar Pradesh State Road 
transport Corporation in its turn has resulted in both legal and illegal 
competition, which lead to a general decline in the service quality and 
! 
dissatisfaction among passengers. To improve the quality and reliability 
of its services. Uttar Pradesh State Road transport Corporation need to 
augment its fleet and match its services to the needs of the passengers. 
Hiring of buses is a strategic alternative at the prevailing situation by 
which Uttar Pradesh State Road Transport Corporation can improve its 
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existing services without investment along with additional burden of 
employing extra staff and maintaining the hired buses. Some of the 
managerial efforts could be diverted according to the needs and 
preference of passengers and catering them more effectively; Uttar 
Pradesh State Road Transport Corporation should also ply goods vehicles 
and should not leave the movement of goods only for the private 
vehicles. While Uttar Pradesh State Road transport Corporation has made 
tremendous growth in the past and has various schemes like concession 
for old age, students, children, members of parliament rajya sabha or lok 
sabha, freedom fighters, press reporters, residents of Uttar Pradesh, 
awarded with bravery awards, 40 per cent concession for completely 
blind\completely deaf or dumb. But due to poor promotion, these 
services are yet to realise their benefits, besides this there is an urgent 
need to upgrade the roads, buses, stations, and bus stops etc.and to make 
the staff more efficient to provide better services. In the next chapter a 
detailed discussion has been made about working and performance of 
UPSRTC since 1991. 
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Working And Performance 
Of UPSRTC Since 1991 
The working and performance is an important bearing on the 
efficiency of any organization where worlcing is considered as the 
artery of any organization. This is because it provides access to all 
other resources in order to mobilize in the fruitful manner. No 
business or Corporation can progress and continue its operations 
without sufficient working performance at its disposal. Working and 
performance are interlinked. Performance is an output of working, 
where as a proper working yield to a positive result, which further 
leads to growth, and development of the organization. The 
organization can also diversify into other concerned areas. Hence we 
would be having a prosperous orgaruzation, which would also 
contribute to country's economy as a whole. In the present chapter 
working and performance of UPSRTG since 1991 the researcher has to 
reveal the performance of UPSRTC, which are depicted, in different 
tables. The tables are as follows: 
Table 4.1 
Total Number of Buses of UPSRTC 
Year 
1991-92 
' 1992-93 
1993-94 
1994-95 
1995-96 
1996-97 
1997 - 98 
1998-99 
1999-00 
2000 - 01 
2001 - 02 
2002 - 03 
Total No. of 
Buses 
8089 
7988 
8024 
8290 
8237 
8155 
8271 
7841 
7878 
7992 
6280 
6165 
Total No. of Buses 
on Road 
7112 
7075 
7128 
7226 
6933 
6823 
7355 
7138 
7109 
7036 
5546 
5507 
Fleet utilization in % 
87.09 
88.06 
88.08 
87.02 
84.02 
83.07 
88.09 
91.0 
90.02 
88.06 
88.03 
89.03 
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Source: Compiled by the author from different Journal. 
Indian Journal of Transport management. 
Volume 17,Number 4, April 1993,P-241. 
Volume 17,Number 10,October 1994,P-667. 
Volume 21,Number IJanuary 1997,P-33. 
Volume 23,Number 4,April 1999,P-275. 
Volume 25,Number 4June 2001,P-348. 
Volume 27,Number 2June 2003,P-265. 
Volume 27,Number 3,September 2003,P-413. 
Table number 4.1 shows year wise break up of Total number of 
buses, number of buses on roads and fleet utilization of UPSRTC in 
terms of percentage. It is evident from the table that there has been a 
slight fluctuation in number of buses between 1991-92 and 2002-03. In 
the year 1991-92 the number of buses was 8089, which reduced to 7988 
at the end of the year 1992-93. It further increased to 8024 in the year 
1993-94 and 8290 buses during the year 1994-95.The number of buses 
again declined to 8237 and 8155 in the years 1995-96 and 1996-97 
respectively. But it further increased to 8271 by the end of the year 
1997-98.It further declined to 7841 in the year 1998-99.The number of 
buses further increased to 7878 and 7992 during the years 1999-00 and 
2000-01 respectively. The number of buses further declined to 6280 
and 6165 in the year 2001-02 and 2002-03.This state of affair was 
mainly due to the non-availability of funds, poor recruitment policy 
and encouragement of voluntary retirement scheme, which was rather 
forced to the employees of the corporation. Keeping in view that their 
age, negligence of duty and rate of corruption. 
The trend in the total number of buses on road also shows the 
same trend as in case of number of buses discussed earlier .It was 7112 
99 
buses in the year 1991-92 which declined to 5507 buses in the year 
2002-03.The reasons of fluctuation in the number of buses on road was 
the same as in the case of number of buses. It is, however, encouraging 
to note that fleet utilization in terms of percentage has shown an 
increasing trend between 1991-92 and 2002-03. As, it increased from 
87.90 percent to 89.03 percent by the end of 2002-03.This was, due to 
the very reason that obsoletes fleet were repaired, renovated and 
taken in use.> 
Analysis of above table 
This table presents number of buses, along with number of buses on 
road and fleet utilisation percentage, by UPSRTC, during 1991-92 and 
2002-03. Statistical information obtained from the table is given below: 
No. of buses 
No. of buses on 
road 
Fleet 
utilisation(%) 
Mean 
7767.50 
6832.33 
87.63 
Standard 
Deviation 
736.30 
624.17 
2.13 
Coefficientofvariation 
9.48 
9.14 
2.43 
If the data is plotted on a graph paper, the downward trend is clearly 
visible, both in the number of buses and in the number of buses on 
road, but the fleet utilisation percentage are not showing much 
fluctuation. We, therefore, draw the following conclusions: 
i) Percent coefficient of variation of both 'number of buses' and 
'number of buses on road' is almost equal. Thus, the two 
show similar decline. 
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ii) Fleet utilisation percentage is showing stagnation. One out of 
eight buses is all the time off the road. 
Table 4.2 
Average Life of Buses of UPSRTC 
Year 
1991 - 92 
1992-93 
1993 - 94 
1994 - 95 
1995 - 96 
1996 - 97 
1997 - 98 
1998 - 99 
1999 - 00 
2000 - 01 
2001 - 02 
2002 - 03 
Average Life of Buses 
4.95 
4.93 
5.21 
5.91 
5.70 
6.29 
6.27 
6.09 
6.27 
6.76 
6.06 
6.66 
Percentage of Over Age 
Buses 
26.89 
32.73 
36.85 
28.04 
26.31 
30.57 
39.20 
41.23 
45.52 
52.03 
45.54 
51.42 
Source: Compiled by the author from different Journal. 
Indian Journal of Transport Management, 
Volume 17,Number 4,April 1993,P-241. 
Volume 17,Number 10,October 1994,P-667. 
Volume 21,Number 1 January 1997,P-33. 
Volume 23,Number 4,April 1999,P-275. 
Volume 25,Number 4June 2001,P-348. 
Volume 27,Number 2June 2003,P-265. 
Volume 27,Number 3,September 2003,P-413. 
Table number 4.2 shows the year wise break up the average life 
of buses and percentage of over aged buses of UPSRTC between 1991-
92 and 2002-03.As is evident from the table that the average life of 
buses in absolute terms and over aged buses in terms of percentage 
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has been showing a positive trend between 1991-92 and 2002-03 as it 
increased from 4.95 (26,89) percent to 6.66 (51.42) percent at the end of 
2002-03.The trend shows that UPSRTC gave more emphasis to the 
maintenance and up keep of buses over the period under study.2 
Analysis of above table 
Table number 4.2 shows average life of buses as well as percentage of 
overage buses of UPSRTC between 1991-92 and 2002-03. There is a 
clearly visible increasing trend in both the average life of buses and the 
percentage of overage buses. Correlation coefficient between the 
average life of buses and the percentage of overage buses is given by 
r=0.6874377. Statistical analysis shows that it is highly significant even 
at 5% level of sigruficance. We, therefore, conclude that the increasing 
trend in average life of buses is due to utilisation of overage buses. If 
overage buses are discarded, the average life of buses will fall down. 
102 
"(3 
o 
H 
CO o 
1 
8 
IN 
(S 
O 
1 
I—1 
8 
r-l 
O 
6 8 
CM 
O 
O 
1 
8^  
8; 
I-H 
oo 
c^ 
8^  
l-H 
85 
I-H 
ON 
8; 
in 
85 
I-H 
85 
85 
r-i 
n 
85 
S 
< 
in 
?Q 
^ 
^ 
00 
CO 
CM 
o 
CM 
?Q 
o 
O 
in 
S 
CO 
1 
<2 
CO 
CO 
IT) 
CN 
in 
CO 
LO 
rH 
rH 
S 
O 
IN 
CO 
CO 
CO 
^ 
CO 
•V 
2 
o 
rH 
«1< 
CO 
CO 
CO 
CM 
CO 
m 
a^  
in 
CM 
o 
in 
Tj< 
VO 
in 
rH 
O 
o 
E 
3 
CM 
O 
o 
o 
IN 
CO 
o 
CM 
CO 
CO 
t^  
rH 
CM 
rH 
rH 
Ov 
rH 
u 
3 
D. 
c 
(2 
00 
o 
CO 
in 
CM 
CN 
CM 
00 
in 
?Q 
IN 
CM 
VO 
CN 
O 
rH 
S 
rH 
CM 
rH 
^ 
IS 
3 
^ 
^ 
^ 
f^ J 
rH 
(N 
O 
CJv 
00 
rH 
CO 
CO 
rH 
VO 
CO 
rH 
Cvj 
1-t 
rH 
CM 
m 
3 
a 
vo 
CO 
(N 
rH 
IN 
in 
rH 
CN 
IN 
rH 
O 
CO 
O 
CO 
O 
rH 
O 
CO 
?:J 
rH 
rH 
O 
vO 
O 
in 
CTN 
CN 
CN 
VO 
rH 
rH 
00 
O 
rH 
rv| 
VO 
?:! 
c^  
rv) 
in 
o 
2 
in 
CO 
in 
CO 
in 
CN 
rH 
IN 
vO 
rH 
VO 
CO 
in 
CO 
CvJ 
rH 
in 
CO 
VO 
00 
o 
•a 
1 
VO 
in 
I-H 
rH 
O 
VO 
rH 
in 
CO 
in 
vO 
rH 
rH 
rH 
VO 
O 
rH 
IN 
rH 
in 
(N 
CO 
ON 
« 
< 
00 
00 
CM 
00 
CO 
tN 
CO 
x* 
rH 
O 
CO 
00 
IN 
CM 
rH 
rH 
in 
CO 
CO 
rH 
rH 
rH 
O 
< * 
•s 
10 
< 
in 
IN 
00 
CO 
00 
CN 
IN 
CN 
O 
CN 
Ov 
rH 
00 
CO 
in 
o 
00 
rH 
Cvl 
CJv 
in 
VO 
9 
a 
u 
O 
O 
o 
IN 
rH 
CN 
rH 
O 
CM 
rH 
rH 
CN 
rH 
CO 
rH 
CN 
VO 
rH 
CO 
O 
rH 
O 
CO 
CJv 
O 
rH 
O 
VO 
> 
in 
in 
CO 
in 
IN 
x* 
o 
VO 
rH 
CO 
c^ 
rvj 
c^ 
CO 
CN 
in 
m 
o 
CM 
rH 
rH 
CO 
in 
<8 
< 
VO 
VO 
CO 
o 
o 
CO 
o 
m 
rH 
rH 
CN 
^ 
c^  
IN 
CO 
CO 
rH 
CO 
IN 
1 
bC 
< 
**< 
o 
o 
o 
CO 
c^ 
^ 
in 
in 
CO 
m 
rH 
VO 
in 
00 
CO 
o 
CM 
o 
CO 
u 
D 
in 
CO 
o 
o 
•51< 
00 
in 
^ 
tN 
CM 
CN 
in 
rH 
fvj 
IN 
CO 
CN 
CJv 
rH 
3 
73 
BS 
JO 
1 
rH 
in 
in 
ov 
ON 
00 
CTv 
O 
O 
00 
O 
CN 
vO 
rH 
00 
rH 
O 
CN 
C3V 
CM 
CJv 
rH 
rH 
x* 
1 2 
VO 
CO 
CM 
tN 
in 
(TV 
rH 
CO 
ON 
in 
ON 
CO 
rH 
O 
ov 
CO 
00 
VO 
o 
00 
rH 
o 
o 
00 
in 
rH 
00 
CM 
rH 
00 
O 
H 
O 
H 
U 
H 
C/5 
O 
o 
pa 
D 
1 
cs i 
tM 
g 
1 
M 
O 
^ 
r H 
^ 
r H 
S s 
^ 
H 
i 
I H 
i 
r-< 
in 
f t 
s 
£ 
1H 
n 
9< 
1 
o 
K 
S 
SI 
R 
s 
5; 
S 
CO 
S 
s 
o 
N 
o 
o 
CM 
s 
1-H 
Cv| 
o 
S 
• (o ' i 
v> 
S 
CO 
CO 
0 5 
o 
rH 
ON 
Cv| 
O 
I-H 
I N 
NO 
CN 
O 
IT) 
eg 
o 
CM 
s 
o 
s 
s 
o 
0 0 
eg 
o 
I-H 
CM 
O 
I-H 
S 
^ 
R 
i n 
o 
C O 
a 
CQ 
t N 
m 
I-H 
( S 
ON 
o\ 
i n 
s 
ON 
s 
CO 
CM 
I-H 
ir> I N 
s 
CO 
0 0 
' 1 ' 
l-H 
ON 
NO 
0 0 
ON 
t n 
o 
f5 
K 
0 0 
tn 
5 
^ 
o 
I-H 
m 
i n 
NO 
"3 
CO 
^ 
CM 
ON 
R 
o 
? 
00 
i n 
§i 
in 
t N 
in 
I-H 
CO 
i n 
I-H 
00 
I-H 
i n 
o 
t N 
i n 
0 0 
i n 
^ 
t N 
ON 
m 
^^ 
^ 
<n 
1 S2 
I 
NO 
NO 
I-H 
NO 
to in 
NO 
in 
cs 
NO 
:J5 
S 
0 0 
NO 
o 
NO 
ON 
NO 
S 
CM 
tN 
_^^  
5? 
O 
(8 
c 
o 
•XI 
a, 
3 
o 
t N 
^ 
58 
NO 
I-C 
in 
^ 
s 
^ 
I-H 
O N 
S 
CM 
CO 
0 0 
IQ 
t N 
t?: 
NO 
CM 
& 
s; 
00 
ON 
& 
0 0 
in 
I-H 
6 
SI 
CH d . 
I-H 
CS 
CO 
I-H 
C4 
I-H 
S 
r H 
ON 
CO 
?Q 
r H 
ON 
r H 
I-H 
CO 
CO 
r H 
CS 
r H 
NO 
r H 
i n 
CO 
I -H 
NO 
NO 
I-H 
^ >^  
3i S S8 3 
o 
Source: Compiled by the author from different journal Indian journal 
of transport management, volume 17,number 4,April 1993,P-241. 
Volume 17,mmiber 10,October 1994,P-667. 
Volume 21,number 1 January 1997,P-33. 
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Volume 25,number 4June 2001,P-348. 
Volume 27,number 2June 2003,P-265. 
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Table number 4.4 shows bus utilization of UPSRTC which deals 
in per bus held, (kms), per bus on road (kms), seat kms (lakhs), 
passenger kms (lakhs), occupation ratio (percent), passenger carried 
(lakhs), passenger carried per bus on road per day during the period 
between 1991-92 and 2002-03.Per bus held in kms reveals fluctuating 
trend through out the whole study .In 1991-92 it was 207.20 kms 
which declined to 197.40 kms ins the year 1992-93.It increased to 
218.60 kms in 1993-94.It again decreased to 210.40 kms and 207.70 kms 
during the years in 1994-95 and 1995-96 respectively. Then it shows 
continuously increasing trend, it was 208.30 kms by the end of 196-97. 
It further increased to 262.30 kms in the year 2002-03. 
Per bus on road kms also shows the same trend as in case of per 
bus held during the same period. It was 235.70 kms in the year 1991-92 
which decreased to 222.90 kms in 1992-93.It increased to 246.10 kms 
by the end of 1993-94,it again declined to 241.40 kms at the end of 
1994-95.It further rose to 246.80 kms in 1995-96,it again came down 
234.60 kms in the year 1996-97.It further went up to 240.60 kms, 265.40 
kms and 274.50 kms in the year 1997-98,1998-99 and 1999-00 
respectively. It again came down to 267.10 kms in the year 2000-01,it 
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further reached at 294.10 kms in 2001-02 and it further decrease 
to293.60 kms by the end of 2002-03. 
Seat kms in lakhs also reveals ups and downs trend as stated 
earlier. In the year 1991-92 it was 82975 kms which decreased to 78059 
kms at the end of the year 1992-93.It increased to 86914 kms in 1993-
94,it again declined to 86354 kms, 84751 kms, and 79292 kms during 
the years 1994-95,1995-96 and 1996-97 respectively. It further went up 
to 87421 kms, 93645 kms, and 96569 kms in the years 1997-98,1998-99 
and 1999-00 respectively .It again came down to 92992 kms, 79615 kms 
and 79257 kms in the years 2000-01,2001-02 and 2002-03 respectively. 
Passengers' kms (lakhs) also shows fluctuating trend through 
out the whole period under analysis. It was 59742 kms by the end of 
1991-92 which decreased to 49958 kms during the year 1992-93,it 
increased to 59970 kms in the year 1993-94.It again declined to 51812 
kms at the end of the year 1994-95,it further gone up to 57631 kms in 
1995-96.It again came down to 50747 kms at the end of 1996-97,it 
further reached at 55949 kms and 58060 kms in the years 1997-98 and 
1998-99 respectively. It again declined to 54079 kms, 49286 kms and 
48565 kms during the years 1999-00,2000-01 and 2001-02 respectively. 
It further went up to 52310 kms by the end of 2002-03. 
Occupation ratio in terms of percentage shows fluctuating trend 
during the whole period under study. In 1991-92 it was 72 percent 
which decreased to 64 percent in the year 1992-93,it increased to 69 
percent in the year 1993-94.It again declined to 60 percent during 1994-
95,and it further went up to 68 percent in the year 1995-96.It further 
came down to 64 percent in 1996-97 and remain same in the 
succeeding year, it again decreased to 62 percent, 56 percent, 53 
percent during the years 1998-99,1999-00 and 2000-01 respectively. It 
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further achieved at 61 percent and 66 percent by the end of 2001-02 
and 2002-03 respectively. 
Passenger carried lakhs also reveals the same trend as stated 
earlier in case of occupation ratio. In the year 1991-92 it was Rs.1085.23 
lakhs which came down to Rs.875.97 lakhs in the year 1992-93, it 
increased to Rs.958.34 lakhs in the year 1993-94 and it again declined to 
Rs.824.97 lakhs by the end of 1994-95,it further reached at Rs.848.26 
lakhs in the year 1995-96,but it again decreased to Rs.747.25 lakhs at 
the end of 1996-97.It further went up to Rs.832.20 lakhs and Rs.911.48 
lakhs in the years 1997-98 and 1998-99 respectively. It again declined to 
Rs.868.58 lakhs in 1999-00;it further came down to Rs.799.51 lakhs and 
Rs.668.44 lakhs during the years 2000-01 and 2001-02,but it again gone 
up to Rs.723.36 lakhs in the year 2002-03. 
Passenger carried per bus on road per day shows the same trend 
as stated previously in case of passenger carried. In the year 1991-92 it 
was Rs.l66 lakhs which decreased to Rs.l35 lakhs in the year 1992-93,it 
increased to Rs.l46 lakhs during 1993-94 and again declined to Rs.l24 
lakhs in the year 1994-95,it again became at Rs.l33 lakhs in the year 
1995-96, but it again came down to Rs.ll9 lakhs during 1996-97.It 
again reached at Rs.l23 lakhs and Rs.l39 lakhs in the years 1997-98 and 
1998-99 respectively. It again decreased to Rs.l33 lakhs and Rs.l24 
lakhs during 1999-00 and 2000-01 respectively. It further went up to 
Rs.l32 lakhs and Rs.l44 lakhs in the years 2001-02 and 2002-03.This 
fluctuating state of affair is due to financial constraint with the 
corporation. 
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Table 4.5 
List of Employees of UPSRTC 
Year 
1991-92 
1992-93 
1993-94 
1994-95 
1995-96 
1996-97 
1997-98 
1998-99 
1999-00 
2000-01 
2001-02 
2002 - 03 
Operative 
39151 
38763 
38283 
37323 
36576 
35931 
35290 
33835 
33359 
32407 
31496 
30684 
Technical 
14775 
14719 
15071 
14936 
14749 
14315 
13948 
13480 
12958 
12591 
12128 
11672 
Administrative 
3767 
3560 
3510 
3426 
3343 
3293 
3299 
3237 
2475 
2371 
2336 
2152 
Total 
57693 
57042 
56864 
55685 
54668 
53539 
52537 
50552 
48792 
47369 
45960 
44508 
Source: Annual Report UPSRTC, 2002 - 03 P - 64. 
Table number 4.5 shows break up of total number of employees 
of UPSRTC as operative employees, technical employees and 
administra-tive employees between 1991-92 and 2002-03. It is evident 
from the table that the operative employees shows decreasing trend 
through out the whole period under study. As it reduced from 39151 
employees in the year 1991-92 to 30684 employees at the end of the 
year 2002-03. 
The technical employees also show the negative trend over the 
period between 1991-92 and 2002-03. As the number of technical 
employees reduced to 11672 in the year 2002-03 as against 14775 
employees by the end of 1991-92. 
The number of administrative employees has also been 
discouraging between the same period under study. As it reduced to 
2152 employees in the year 2002-03 as against 3767 employees in the 
year 1991-92.The reason of declining trend in the number of employees 
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in UPSRTC is due to the poor recruitment policy and paucity of funds 
of the corporation. This resulted a loss to the corporation.^ 
Table 4.6 
Zone wise Distribution of Employees of UPSRTC as on 31-03-2003. 
Zone 
Bareilly 
Moradabad 
Kumaun 
Tanakpur 
Itawa 
Kanpur 
Jhansi 
Lucknow 
Faizabad 
Allahbad 
Azamgarh 
Gorakhpur 
Varanasi 
Agra 
Aligarh 
Dehradun 
Ghaziabad 
Meerut 
Total 
Central 
Workshop 
Kanpur 
Allan Forest 
Workshop 
Kan. 1 
Training 
Centre 
Purchasing 
Branch/Stoc 
k 
Car section 
Lucknow 
Administ 
rative 
52 
36 
70 
31 
51 
73 
47 
89 
54 
73 
50 
n 
54 
60 
58 
59 
42 
86 
1062 
201 
81 
5 
0 
7 
Accoun 
tant 
20 
15 
17 
08 
16 
18 
14 
21 
12 
15 
09 
13 
15 
24 
18 
08 
17 
25 
285 
6 
5 
2 
0 
1 
Technical 
557 
377 
495 
263 
362 
614 
407 
729 
485 
639 
493 
705 
572 
722 
561 
704 
532 
782 
9999 
745 
615 
5 
7 
86 
Operative 
1514 
1327 
1654 
854 
1422 
1777 
1316 
2434 
1502 
1939 
1431 
2104 
1742 
1866 
1723 
1761 
1563 
2406 
30355 
13 
9 
0 
0 
81 
Daily 
wager 
1 
7 
0 
1 
0 
18 
7 
1 
0 
12 
4 
6 
6 
9 
2 
0 
1 
2 
77 
2 
0 
0 
0 
0 
Total 
2144 
1762 
2236 
1157 
1851 
2500 
1791 
3274 
2053 
2678 
1987 
2905 
2389 
2701 
2362 
2532 
2155 
3301 
41778 
967 
710 
12 
7 
175 
109 
Head 
Quarter 
General 
Administrati 
ve Block 
Security 
Branch 
Head 
Quarter 
Total 
Grand Total 
0 
364 
1 
0 
16 
675 
1737 
0 
43 
0 
0 
69 
126 
411 
18 
0 
0 
75 
116 
1667 
11666 
1 
5 
0 
0 
147 
256 
30611 
0 
4 
0 
0 
0 
6 
83 
19 
416 
1 
75 
348 
2728 
44508 
Source: Aimual Report UPSRTQ 2002 - 03 P - 65. 
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To know the working and performance of any organization it is 
necessary to know what kind of people are working in it. Since 
UPSRTC is a government undertaking so it is mandatory for it to 
follow the norms set by the constitution for recruitment. 
Table number 4.7 Shows year wise breakup of various categories 
of employees which are working in UPSRTQ under section A the total 
number of employees are 65 out of whom SC employees are 12.31 
percent, ST employees 04 percent, OBC employees 3.08 percent and 
general employees 83.07 percent. Section B shows 15.90 percent SC 
employees, 0.35 percent ST employees, 10.60 percent OBC employees 
and 73.14 percent were general employees working in UPSRTC out of 
283 employees. Section C reveals the total number of employees are 
33453 including 20,15 percent SC employees, 0.26 percent ST 
employees, 18.60 percent OBC employees and 60.99 percent general 
employees, section D witnessed 16.79 percent SC employees, 0.17 
percent ST employees, 10.11 percent OBC employees and 72.93 percent 
General employees in the corporation; section E shows 100 percent ST 
employees working in UPSRTC^. 
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Table number 4.8 reveals year wise break up of cost 
performance of UPSRTC as personnel, fuel and lubricants, tyres and 
tubes, spare parts and others, interest, depreciation, motor vehicle tax, 
other taxes, total taxes, others, total cost, surplus before tax, operating 
cost and operating ratio in terms of percentage with paisa per 
effective kms between 1991-92 and 2002-03. 
It is evident from the table that the cost of personnel shows 
increasing trend between 1991-92 and 2000-01 as it increased from Rs 
4069.81 lakhs in the year 1991-92 to Rs 9846.71 lakhs during 2000-
01,but it decreased to Rs 9011.13 lakhs by the end of 2001-02 and it 
further went up to Rs 9158.11 lakhs in the year 2002-03.Similarly paisa 
per effective kms reveals increasing trend from 263.90 kms in the year 
1991-92 to 456.90 kms during 1996-97.lt declined to 425.00 kms in the 
year 1997-98 then again rose to 466 kms and 476.00 kms during the 
years 1998-99 and 1999-00 respectively. It further gone up to 569.60 
kms, 571.90 kms and 575.60 kms in the years 2000-01,2001-02 and 
2002-03 respectively. 
Fuel and lubricants shows fluctuating trend through out the 
whole period under analysis. As it increased from Rs.2114.79 lakhs in 
the year 1991-92 to Rs.2899.60 lakhs in the year 1994-95,it came down 
to Rs.2752.54 lakhs in 1995-96,but it again achieved at Rs.2923.11 lakhs, 
Rs.3760.37 lakhs and Rs.3843.24 lakhs during the years 1996-97,1997-
98 and 1998-99 respectively. It further decreased to Rs.3739.04 lakhs at 
the end of the year 1999-00;the cost of fuel and lubricant again went 
up to Rs.4117.87 lakhs and Rs.5310.41 lakhs in the years 2000-01 and 
2001-02 respectively. It further increased to Rs.5269.74 lakhs by the 
end of 2002-03. While paisa per effective kms reveals the same trend 
as in the case of fuel and lubricants. In the year 1991-92 it increased 
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from 137.10 kms to 180.70 kms by the end of 1994-95,it decreased to 
174.90 kms in the year 1995-96,but again increased to 198.50 kms and 
231.00 kms during the yearsl996-97 and 1997-98 respectively. Paisa 
per effective kms again declined 220.50 kms in the year 1998-99 and 
208.20 kms in 1999-00, it again went up to 238.20 kms, 357.80 kms and 
358.10 kms by the end of 2000-01,2001-02 and 2002-03 respectively. 
The cost of tyres and tubes v/itness ups and downs trend during 
the whole period under study. It was Rs.531.47 lakhs in the year 1991-
92, which could achieved Rs.540.98 lakhs and Rs.727.07 lakhs during 
1992-93 and 1993-94 respectively. The cost of tyres and tubes decreased 
to Rs.667.22 lakhs and Rs.631.63 lakhs in the years 1994-95 and 1995-96 
respectively. It again increased to Rs.874.65 lakhs in 1996-97,but it 
again declined to Rs.706.14 lakhs, Rs.681.30 lakhs, Rs.648.64 lakhs, 
Rs.617.66 lakhs, and Rs.546.30 lakhs during the years 1997-98,1998-
99,1999-00,2000-01 and 2001-02 respectively. It further went up to 
Rs.566.83 lakhs in the year 2002-03.Whereas paisa per effective kms 
shows the same trend as in case of cost of tyres and tubes discussed 
previously. In the year 1991-92 it was 34.50 kms, which rose to 37.30 
kms, and 45.10 kms in the years 1992-93 and 1993-94 respectively. It 
decreased to 41.6 kms in 1994-95 and 40.10 kms in the year 1995-96,but 
it further shoot up to 59.40 kms by the end of 1996-97.It again came 
down to 43.40 kms, 39.10 kvns, 36.10 kms and 35.70 kms at the end of 
1997-98,1998-99,1999-00 and 2000-01 respectively. Paisa per effective 
kms increased to 36.80 kms during the period 2001-02 and 38.50 kms in 
2002-03. 
Spare parts and others reveals fluctuating trend through out the 
whole period under study. It was Rs.707.26 lakhs in the year 1991-92 
which could achieved only Rs.828.22 lakhs during 1992-93,it slightly 
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declined to Rs.827.93 lakhs in the year 1993-94,but it again gone up to 
Rs.988.10 lakhs during 1994-95.It again decreased to Rs.802.29 lakhs in 
the year 1995-96. Spare parts and others again went up to Rs.930.77 
lakhs and Rs.1160.61 lakhs in 1996-97 and 1997-98 respectively. It 
further came down to Rs.1088.08 lakhs in the year 1998-99 and 
Rs.994.92 lakhs in the year 1999-00,but it again increased to Rs.1052.06 
lakhs in the year 2000-01 .It again declined to Rs.796.21 lakhs and 
Rs.875.95 lakhs during the years 2001-02 and 2002-03 respectively. 
Similarly, paisa per effective kms shows the same trend as in the case 
of spare parts and others discussed earlier. It was 45.90 kms at the end 
of 1991-92 which could achieved at 57.10kms in the year 1992-93.It 
decreased to 51.30 kms by the end of 1993-94,but it again gone up to 
61.60 kms in the year 1994-95.Paisa per effective kms again declined to 
51.00 kms during 1995-96,then it further increased to 63.20 kms and 
71.30 kms during the years 1996-97 and 1997-98 respectively. It again 
came down to 62.40 kms in 1998-99 and 55.40kms in the year 1999-
00,but it again went up to 60.90 kms in the year 2000-Ol.It again 
decreased to 53.60 kms in the year 2001-02,and it again gone up to 
59.50 kms by the end of 2002-03. 
Rate of interest reveals ups and downs trend during the whole 
period under analysis. In the year 1991-92 it was Rs.736.44 lakhs, 
which decreased to Rs.723.00 lakhs in 1992-93, and Rs.458.55 lakhs by 
the end of 1993-94.It further increased to Rs. 483.04 lakhs, Rs.514.26 
lakhs and Rs.549.03 lakhs during 1994-95,1995-96 and 1996-97 
respectively. It declined to Rs.374.70 lakhs and Rs.272.13 lakhs by the 
end of 1997-98 and 1998-99 respectively. It further went up to 
Rs.351.12 lakhs in 1999-00,but it again came down to Rs.192.78 lakhs at 
the end of 2000-01.It further gone up to Rs.221.40 lakhs in the year 
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2001-02 and Rs.427.56 lakhs in 2002-03.While paisa per effective kms 
shows the same trend as in the case of interest discussed previously. It 
was 4.78 kms in the year 1991-92 which increased to 49.80 kms in the 
year 1992-93.It decreased to 28.40 kms at the end of 1993-94,but it 
further went up to 30.10 kms, 32.70 kms, and 37.30 kms in the years 
1994-95,1995-96 and 1996-97 respectively. It again declined to 23.00 
kms in 1997-98 and 15.60 kms in the year 1998-99,and it again reached 
at 19.60 kms during 1999-00,it again came down to 11.20 kms by the 
end of 2000-01,then it further rose to 17.30 kms 21.00 kms at the end of 
the year 2001-02 and 2002-03. 
Depreciation reveals fluctuating trend through out the whole 
analysis. In the year 1991-92 it was Rs.969.55 lakhs which increased to 
Rs.1004.09 lakhs in the year 1992-93 and it remain same in the 
succeeding year as mention 1993-94.It decreased to Rs.855.88 lakhs 
during 1994-95, then it further rose to Rs. 1192.66 lakhs at the end of 
the years 1995-96 and it again declined to Rs.1083.85 lakhs in the year 
1996-97but it again could achieved at Rs.1179.31 lakhs by the end of 
1997-98 and Rs.1298.57 lakhs at the end of 1998-99.Depreciation again 
came down to Rs.1174.00 lakhs during 1999-00 and Rs.1121.16 lakhs in 
2000-01,it further increased to Rs.1296.33 lakhs at the end of 2001-
02,then it again decreased to Rs.1215.06 lakhs by the end of 2002-
03.Where as paisa per effective kms shows the same trend as in case of 
depreciation stated earlier. In the year 1991-92 it was 62.90 kms, which 
increased to 69.20 kms in the year l992-93,it declined to 64.70 kms and 
53.30 kms in the years 1993-94 and 1994-95 respectively. Paisa per 
effective kms increased to 75.80 kms in 1995-96,then it again came 
down to 73.60 kms in the year 1996-97 and 72.50 kms in 1997-98,it 
further achieved at 74.50 kms by the end of 1998-99,but it again 
decreased to 65.40 kms, 64.90 krns, 63.70 kms and 62.70 kms during the 
years 1999-00,2000-01,2001-02 and 2002-03 respectively. 
Motor vehicle tax reveals ups and downs trend during the 
whole period under study. It was Rs.129.57 lakhs in the year 1991-92 
which became Rs.137.63 lakhs in 1992-93;it declined to Rs.131.40 lakhs, 
Rs.129.36 lakhs, Rs 128.12 lakhs and Rs.122.15 lakhs during the years 
1993-94,1994-95,1995-96 and 1996-97 respectively. It further gone up to 
Rs.127.25 lakhs at the end of 1997-98,but it again came down to 
Rs.118.39 lakhs in the year 1998-99,then it again went up to Rs.152.16 
lakhs in the year 1999-00,and it again decreased to Rs.149.28 lakhs in 
2000-01,it further could achieved only Rs.154.50 lakhs in the year 2001-
02 and Rs.154.78 lakhs at the end of 2002-03.Similarly, paisa per 
effective kms shows the same trend as in case of motor vehicle tax 
stated earlier .It was 8.40 kms in the year 1991-92 which rose to 9.50 
kms by the end of 1992-93,it declined to 8.10 kms in the year 1993-94 
and remain unchanged in two succeeding years that is 1994-95 and 
1995-96 ,it further increased to 8.30 kms in the year 1996-97 but it again 
came down to 7.80 kms in 1997-98 and 6.80 kms in the year 1998-99,it 
further went up to 8.50 kms,8.60 kms,8.7 kms and 8.8 kms during the 
years 1999-00,2000-01,2001-02 and 2000-03 respectively. 
Passenger tax reveals fluctuating trend through out the whole 
period under study. In the year 1991-92 it was Rs.1376.84 lakhs that 
increased to Rs.1499.41 lakhs and Rs.1801.91 lakhs during the years 
1992-93 and 1993-94 respectively. It decreased to Rs.1794.03 lakhs in 
the year 1994-95,but it again went up to Rs.1989.09 lakhs in 1995-96,it 
again declined to Rs.1756.41 lakhs by the end of 1996-97,then it further 
reached at Rs.1936.46 lakhs at the end of 1997-98,Rs.2007.32 lakhs in 
1998-99,Rs.2799.26 lakhs in the year 1999-00 and Rs.3301.69 lakhs 
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during 2000-01,it again came down to Rs.2695.84 lakiis in tlie year 
2001-02 and it further achieved at Rs.3550.79 lakhs in 2002-03.While 
paisa per effective kms shows the same trend as in case of passenger 
tax discussed earlier. It was 89.30 kms in the year 1991-92 which gone 
up to 103.40 kms, 111.70 kms, 111.80 kms and 126.40 kms during the 
years 1992-93,1993-94,1994-95 and 1995-96 respectively. It decreased to 
119.30 kms in 1996-97,119.00 kms in the year 1997-98 and 115..20 kms 
by the end of 1998-99,but it further increased to 155.90 kms, 191.00 
kms, 197.00 kms and 208.00 kms in the years 1999-00,2000-01,2001-02 
and 2002-03 respectively. 
Others taxes reveals ups and downs trend through out the 
whole period under analysis. In the year 1991-92 it was Rs.13.46 lakhs 
that came down to Rs.10.51 lakhs in the year 1992-93 and Rs.5.38 lakhs 
during 1993-94,it rose to Rs.6.95 lakhs and Rs.8.51 lakhs by the end of 
1994-95 and 1995-96 respectively. It again declined to Rs.7.67 lakhs in 
1996-97 then again achieved at Rs.10.79 lakhs at the end of 1997-98,it 
again decreased to Rs.10.75 lakhs at the end of 1998-99,but it again 
went up to Rs.11.30 lakhs and Rs.33.82 lakhs in the years 1999-00 and 
2000-01 respectively. Other taxes again came down to Rs.12.31 lakhs 
during 2001-02 then it further increased to Rs.19.87 lakhs at the end of 
2002-03.Where as paisa per effective kms shows the same trend as in 
case of other taxes stated previously. It was 0.90 krris in the year 1991-
92 which gone up to 0.70 kms and 0.30 kms in 1992-93 and 1993-94 
respectively. It further reached at 0.40 kms by the end of 1994-95,0.50 
kms at the end of 1995-96 and remain the same in the succeeding year 
that is 1996-97,it further achieved at 0.70 kms at the end of 1997-98,but 
it again declined to 0.60 kms during 1998-99 and remain unchanged in 
the year 1999-00,it again decreased to 0.20 kms in 2000-01, then it 
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further increased to 0.40 kms and 0.60 kms during the years 2001-02 
and 2002-03 respectively. 
The cost of total taxes reveals fluctuation during the whole 
period under study. In the year 1991-92 it was Rs.1519.87 lakhs which 
could achieved at Rs.1647.55 lakhs during 1992-93 and Rs.1938.69 lakhs 
in 1993-94,it decreased to Rs.1930.34 lakhs in the year 1994-95 then it 
again reached to Rs.2125.72 lakhs by the end of 1995-96,it again 
declined to Rs.1886.23 lakhs at the end of 1996-97,but it again increased 
to Rs.2074.50 lakhs in the year 1997-98,Rs.2136.46 lakhs in 1998-
99,Rs.2962.75 lakhs during the year 1999-00 and Rs.3484.79 lakhs by 
the end of 2000-01,it again came down to Rs.2862.65 lakhs in the year 
2001-02 and it further went up to Rs.3725.44 lakhs in 2002-
03.Similarly,paisa per effective kms shows the same trend as in case of 
total taxes discussed previously .It was 98.60 kms in the year 1991-92 
which gone up to 113.60 kms,120.10 kms,120.30 kms and 135.10 kms in 
the years 1992-93,1993-94,1994-95 and 1995-96 respectively. Paisa per 
effective kms came down to 128.10 kms,127.40 kms and 122.60 kms 
during 1996-97,1997-98 and 1998-99 respectively. It further reached at 
165.00 kms in 1999-00,201.60 kms in the year 2000-01,207.90 kms by the 
end of 2001-02 and 213.20 kms at the end of 2002-03. 
The cost of others reveals ups and downs trend through out the 
whole period. In the year 1991-92 it was Rs.143.03 lakhs, which 
increased to Rs.260.13 lakhs, Rs.398.52 lakhs, Rs.799.49 lakhs and 
Rs.1004.82 lakhs during the years 1992-93,1993-94,1994-95 and 1995-96 
respectively. It declined to Rs.947.99 lakhs in the year 1996-97 but it 
again went up to Rs.1632.82 lakhs in 1997-98,Rs.2110.19 lakhs during 
1998-99,Rs.2596.59 lakhs by the end of 1999-00 and Rs.3195.06 lakhs at 
the end of 2000-01 .It again came down to Rs.513.71 lakhs during the 
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period 2001-02 and it further gone up to Rs.581.95 lakhs in the year 
2002-03.Where as paisa per effective knis shows the same trend as in 
case of others stated earUer. It was 9.30 kms in the year 1991-92 which 
increased to 17.90 kms, 24.70 kms, 49.80 kms, 63.80 kms, 64.40 kms, 
100.30 kms, 121.10 kms, 144.60 kmsl84.80 kms, 191.20 kms and 199.50 
kms during the period 1992-93,1993-94,1994-95,1995-96,1996-97,1997-
98,1998-99,1999-00,2000-01,2001-02 and 2002-03 respectively. 
Total cost reveals fluctuating trend from 1991-92 to 2002-03 
under analysis. In the year 1991-92 it was Rs.1079.22 lakhs which rose 
to Rs.11786.12 lakhs in 1992-93,Rs.l3079.20 lakhs by the end of 1993-
94,Rs.l3998.95 lakhs at the end of 1994-95,Rs.l5459.58 lakhs during 
1995-96,Rs.l5923.67 during the period 1996-97,Rs.l7806.92 lakhs in the 
year 1997-98,Rs.l9551.21 lakhs in 1998-99,Rs.21013.58 lakhs by the end 
of 1999-00 and Rs.23628.09 lakhs in the year 2000-01,it decreased to 
Rs.20558.14 lakhs in 2001-02 then it again went up to Rs.21820.64 lakhs 
in the year 2002-03.While paisa per effective kms shows the same trend 
as in case of total cost stated previously. In the year 1991-92 it was 
699.90 kms which gone up to 812.50 kms in 1992-93,it came down to 
810.50 kms by the end of 1993-94 but it again achieved at 872.40 kms, 
982.20 kms, 1081.40 kms, 1094.00 kms, 1121.90 kms, 1170.30 kms, 
1366.70 kms, 1385.00 kms and 1482.40 kms during the period 1994-
95,1995-96,1996-97,1997-98,1998-99,1999-00,2000-01,2001-02 and 2002-
03 respectively. 
Surplus before tax reveals ups and downs trend through out the 
whole period under study. In the year 1991-92 it was Rs.502.35 lakhs 
that reached at Rs.519.28 lakhs and Rs.1692.56 lakhs in the year 1992-93 
and 1993-94 respectively. It decreased to Rs.156.99 lakhs in 1994-95 but 
it again increased to Rs.905.32 lakhs at the end of 1995-96.It again 
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declined to Rs.414.51 lakhs by the end of 1996-97 which further went 
up to Rs.938.37 lakhs at the end of 1997-98.It again came down to 
Rs.821.32 lakhs during 1998-99 then it again gone up to Rs.1308.97 
lakhs in 1999-OO.Surplus before tax again decreased to Rs.542.79 lakhs 
in the year 2000-01 and it further increased to Rs.2403.93 lakhs and 
Rs.4232.14 lakhs during 2001-02 and 2002-03 respectively. Where as 
paisa per effective kms shows the same trend as in case of surplus 
before tax discussed earlier. In the year 1991-92 it was 32.60 kms, 
which could achieved at 35.80 kms and 104,90 kms during the years 
1992-93 and 1993-94 respectively. It declined to 39.80 kms in 1994-95 
but it again reached at 57.50 kms in the year 1995-96 and it again 
decreased to 28.20 kms by the end of 1996-97.It further went up to 
57.60 kms in 1997-98 which again came down to 47.10 kii\s during 
1998-99 it further gone up to 72.90 kms by the end of 1999-00 then it 
again declined to 31.40 kms at the end of 2000-01 it further increased to 
162.00 kms and 287.60 kms during 2001-02 and 2002-03 respectively. 
Operating cost reveals increasing trend during the whole period 
under analysis. In the year 1991-92 it was Rs.9261.10 lakhs, which rose 
to Rs.9716.33 lakhs, Rs.10225.30 lakhs, Rs.10319.78 lakhs, Rs.l0447 
lakhs, Rs.11456.57 lakhs, Rs.12545.59 lakhs, Rs.13733.86 lakhs, 
Rs.13929.12 lakhs, Rs.15634.36 lakhs, Rs.17474.09 lakhs and Rs.17667.64 
lakhs during the period 1992-93,1993-94,1994-95,1995-96,1996-97,1997-
98,1998-99,1999-00,2000-01,2001-02 and 2002-03 respectively. 
Operating ratio in percentage shows slightly fluctuating trend 
through out the whole period under study. It was 73.20 percent in 
1991-92 which gone up to 76.10 percent during 1992-93.It decreased to 
75.30 percent by the end of 1993-94 and it again achieved to 75.90 
percent at the end of 1994-95,76.57 percent in the year 1995-96 and 79.27 
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percent in 1996-97.It again came down to 75.25 percent during the 
periodl997-98 but it further increased to 75.31 percent in the year 1998-
99.It again came down 71.95 percent by the end of 1999-00 then it again 
rose to 75.58 percent and 86.94 percent during 2000-01 and 2001-02 
respectively. Operating ratio again declined to 79.13 percent in 2002-
03.This fluctuating state of affair is due to increase in working cost 
(salary and allowances, diesel and petrol and stores and spare parts) in 
UPSRTC. 
Table 4.9 
Fixation of Fare by UPSRTC 
i Year of fare 
j 
i 1991-92 
1992-93 
1994-95 
1998-99 
1999-00 
2000-01 
2001-02 
2002-03 
Plain Routes/Hilly 
routes 
Plain routes 
Hilly Routes 
Plain routes 
Hilly Routes 
Plain routes 
Hilly Routes 
Plain routes 
Hilly Routes 
Plain routes 
Hilly Routes 
Plain routes 
Hilly Routes 
Plain routes 
Hilly Routes 
Plain Routes 
Hilly Routes 
Fare/PaisVPassanger/Km. 
13.80 
22.00 
90.405 
112.97 
104.03 
129.955 
137.36 
171.825 
151.096 
189.008 
176.75 
198.685 
194.43 
243.32 
210.49 
262.78 
Source: Annual Report UPSRTC 2002 - 03 P - 69. 
Table number 4.9 reveals year wise break up of fixation of fares 
of UPSRTC which is divided in to plain routes and hilly routes which 
shows continuously increasing trend through out the whole period 
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under study. In the year 1991-92 plain routes was 13.80 paisa per kms, 
which increased to 90.405 paisa per kms, 104.03 paisa per kms, 137.36 
paisa per kms, 151.096 paisa per kms, 176.75 paisa per kms, 194.43 
paisa |:>er kms and 210.49 paisa per kms during the period 1992-93, 
1994-95,1998-99,1999-00,2000-01,2001-02 and 2002-03 respectively. 
While hilly routes also shows the same trend as in case of plain 
routes discussed earlier. It was 22.00 paisa per kms in the year 1991-92 
which gone up to 112.97 paisa per kms, 129.955 paisa per kms, 171.825 
paisa per kms, 189.008 paisa per kms, 198.685 paisa per kins, 243.32 
paisa per kms and 262.78 paisa per kms in the years 1992-93,1994-95, 
1998-99,1999-00,2000-01,2001-02 and 2002-03 respectively. The reason 
of this increasing trend, in fare per paisa per kms in plain routes and 
hilly routes as well, is due to continuous increase in operating cost and 
depreciation in the life of vehicle of UPSRTC. As it increased from 
Rs.9261.10 lakhs to Rs.17667.64 lakhs and decreased in the value of 
vehicle from Rs.969.55 lakhs to Rs.1215.06 lakhs between 1991-92 and 
2002-03.It is evident from the table number 4.8.9 
Table 4.10 
Rate of Depreciat ion of UPSRTC 
As on 2002-03 
S. No. 
1 
a 
b 
c 
2 
a 
3 
a 
b 
Particulars 
Vehicles 
Diesel Buses. 
Petrol Buses. 
Restored Buses. 
Machine and Equipment. 
Bonded and Unbounded. 
Building 
Permanent construction. 
Temporary Construction. 
Percentage 
30% Annually 
25 % Annually 
30 % Annually 
15 % Annually 
10 % Annually 
2.5 % Annually 
7.5 % Annually 
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Source: Annual Report UPSRTC, 2002 - 03, P - 75. 
Table number 4.10 shows year wise breakup of rate of 
depreciation in terms of percentage, which applied by UPSRTC on its 
vehicles, machine and equipment and building during the year 2002-
03. In case of vehicles which are classified as diesel buses, petrol buses 
and restored buses. The rate of depreciation provided at different rates 
such as on diesel buses 30 percent, petrol buses 25 percent and 
restored buses 30 percent per annum on their written down value. 
Machine and equipment depreciated at 15 percent annually on written 
down value while bonded and unbounded depreciated at 10 percent 
where as building classified as permanent construction and temporary 
construction which are depreciated at 2.5 percent and 7.5 percent 
respectively on their written down value^". 
Table 4.11 
Staff and Fuel Efficiency of UPSRTC 
Year 
1991 - 92 
1992 - 93 
1993 - 94 
1994 - 95 
1995 - 96 
1996 - 97 
1997 - 98 
1998 - 99 
1999 - 00 
2000 - 01 
2001 - 02 
2002 - 03 
Staff Per Bus 
on Road 
8.17 
8.07 
8.00 
7.75 
7.94 
7.93 
7.28 
7.16 
6.98 
6.84 
7.50 
7.24 
Efficiency Per 
Staff Per Day Per 
K.M. 
28.85 
27.06 
30.75 
31.08 
31.08 
29.59 
33.06 
37.08 
39.31 
39.02 
39.22 
40.53 
Fuel 
Performance of 
HSD km per 
litre 
4.47 
4.49 
4.56 
4.49 
4.49 
4.52 
4.05 
4.57 
4.74 
4.72 
4.08 
4.07 
Source: Compiled by the author from different Journal Indian Journal 
of Transport Management, 
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Volume 17,Number 4,April 1993,P-241. 
Volume 17,Number 10,October 1994,P-667. 
Volume 21,Number 1 January 1997,P-33. 
Volume 23,Number 4,April 1999,P-275. 
Volume 25,Number 4June 2001,P-348. 
Volume 27,Number 2June 2003,P-265. 
Volume 27,Number 3,September 2003,P-413. 
Table No. 4.11 reveals year wise break up of staff and fuel 
efficiency of UPSRTC such as staff per bus on road, efficiency per staff 
per day kms and fuel performance of HSD Km per litre during the 
period between 1991-92 and 2002-2003. Staff per bus on road shows 
slightly fluctuating trend through out the whole period under study. It 
was 8.17 staff per bus on road by the end of the 1991-92, which 
decreased to 8.07 staff per bus on road, 8.00 staff per bus on road and 
7.75 staff per bus on road during the years 1992-93,1993-94 and 1994-95 
respectively. It increase to 7.94 staff per bus on road, 7.16 staff per bus 
on road, 6.98 staff per bus on road and 6.84 staff per bus on road in the 
years 1996-97,1997-98,1998-99,1999-00 and 2000-01 respectively. It 
further went up to 7.50 staff per bus on road at the end of 2001-02 then 
it again came down to 7.24 staff per bus on road in 2002-03. The main 
reason of this fluctuation is because of less number of buses were 
purchased due to paucity of fund. 
Efficiency per bus staff per day per kms reveals the same trend 
as in case of staff per bus on road discussed earlier. In the year 1991-92 
it was 28.85 efficiency per staff per day per kms, which decreased to 
27,06 efficiency per staff per day per kms at the end of 1992-93. It rose 
to 30.75 efficiency per staff per day per km and 31.08 efficiency per 
staff per day per kms during the years 1993-94 and 1994-5 respectively 
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and it remains same in the succeeding year. It further declined to 29.59 
efficiency per staff per day per kms by the end of 1996-97 but it again 
gone up to 33.06 efficiency per staff per day per kms 37.08 efficiency 
per staff per day per kn\s and 39.31 efficiency per staff per day per 
kms in the years 1997-98,1998-99 and 1999-00 respectively. It further 
came down to 39.02 efficiency per staff per day per kms during 2000-
01, then it again could achieved to 39.22 efficiency per staff per day per 
kms and 40.53 efficiency per staff per day per kms in the years 2001-02 
and 2002-03. The reason of this fluctuating trend is due to negligence 
and inefficiency of the staff towards the corporation. 
Fuel performance of H.S.D. per litre shows the same trend as in 
case of efficiency per staff per day per kms stated earlier. It was 4.47 
kms per litre at the end of 1991-92, which became 4.49 kms per litre 
and 4.56 kms per litre during the years 1992-93 and 1993-94 
respectively. It decreased to 4.49 kms per litre by the end of 1994-95 
and it remains unchanged in the succeeding year that is 1995-96. It 
further reached at 4.52 kms per litre in 1996-97 but it again declined to 
4.05 kms per litre in the year 1997-98 it further achieved to 4.57 kms 
per litre and 4.74 kms per litre during the years 1998-99 and 1999-00 
respectively then it again came down to 4.72 kms per litre, 4.08 kms 
per litre and 4.07 kms per litre in the years 2000-01, 2001-02 and 2002-
03 respectively. The reason of this fluctuating trend is increase in the 
number of over aged buses.ii 
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Table. 4.12 
Work Efficiency of UPSRTC 
Year 
1991-92 
1992-93 
1993-94 
1994-95 
1995-96 
1996-97 
1997-98 
1998-99 
1999-00 
2000-01 
2001-02 
2002-03 
Average 
Fuel 
(KnVLitre) 
4.52 
4.50 
4.56 
4.51 
4.51 
4.53 
4.56 
4.60 
4.69 
4.72 
4.82 
4.79 
Average 
Toping Up 
(Km/Litre) 
810 
803 
940 
934 
911 
859 
823 
870 
894 
935 
1093 
1058 
Life of Battery 
Km. Day 
152552 
151621 
161579 
177323 
165571 
178986 
176625 
167543 
177532 
171773 
177316 
188952 
633 
663 
671 
697 
696 
708 
707 
676 
655 
641 
649 
661 
Break 
Down/Ten 
Thousand 
Km. 
0.34 
0.35 
0.40 
0.44 
0.48 
0.57 
0.55 
0.45 
0.43 ' 
0.45 
0.38 
0.36 
Source: Annual Report UPSRTC 2002 - 03 P - 56. 
Table number 4.12 reveals work efficiency of UPSRTC which 
shows average fuel kms per litre, average topping up kms per litre, 
life of battery per day per kms and break down per ten thousand kms 
during the period between 1991-92 and 2002-03 .It is evident from the 
table that average fuel kms reveals slightly fluctuating trend through 
out whole period under analysis. It was 4.52 kms per litre in 1991-92 
which decreased to 4.50 kms per litre in the year 1992-93.lt rose to 4.56 
kms per litre at the end of 1993-94 but it again declined to 4.51 kms per 
litre by the end of 1994-95 and it remain unchanged in the year 1995-
96.It further went up to 4.53 kms per litre, 4.56 kms per litre, 4.60 kms 
per litre, 4.69 kms per litre, 4.72 kms per litre and 4.82 kms per litre in 
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the years 1996-97,1997-98,1998-99,1999-00 and 2000-01 and 2001-02 
respectively. Then it again came down 4.79 kms per litre during the 
year 2002-03. 
Average topping up kms per litre shows the same trend as in 
case of average fuel stated previously. In the year 1991-92 it was 810 
kms per litre which decreased to 803 kms per litre by the end of 1992-
93.It rose to 940 kms per litre during 1993-94 and it again declined to 
934 kms per litre, 911 kms per litre, 859 kms per litre and 823 kms per 
litre in the years 1994-95,1995-96,1996-97 and 1997-98 respectively. It 
further gone up to 870 kms per litre, 894 kms per litre, 935 kms per 
litre and 1093 kms per litre during the years 1998-99,1999-00,2000-01 
and 2001-02 respectively. But it again came down to 1058 kms per litre 
by the end of 2002-03. 
Life of battery reveals ups and downs trend in terms of kms and 
days during the whole period under study. It was 152552 kms at the 
end of 1991-92 which came down to 151621 kms in 1992-93.It could 
achieved at 161579 kms and 177323 kms in the years 1993-94 and 1994-
95 respectively. Life of battery again decreased to 165571 kms by the 
end of 1995-96 it further reached at 178986 kms during 1996-97 and it 
again declined to 176625 kms and 167543 kms at the end of 1997-98 
and 1998-99 respectively. It further achieved at 177532 kms in 1999-00 
then it came down to 171773 kms during the year 2000-01.It further 
increased to 177316 kms and 188952 kms in the year 2001-02 and 2002-
03. 
Life of battery in terms of days shows the same trend as in case 
of life of battery in kms discussed earlier. In the year 1991-92 it was 633 
days, which increased to 663 days, 671 days and 697 days during the 
years 1992-93,1993-94 and 1994-95 respectively. It declined to 696 days 
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by the end of 1995-96 but it again went up to 708 days at the end of 
1996-97.It again came down to 707 days, 676 days, 655 days and 641 
days in the years 1997-98,1998-99,1999-00 and 2000-01 respectively. 
And it further rose to 649 days and 661 days in the year 2001-02 and 
2002-03 respectively. 
Break down per ten thousand kms reveals the same trend as in 
case of life of battery discussed earlier. It was 0.34 kms at the end of 
1991-92. which rose to 0.35 kms, 0.40 kms, 0.44 kms, 0.48 kms and 0.57 
kn-is during the years 1992-93,1993-94,1994-95,1995-96, and 1996-97 
respectively. It decreased to o.55 kms, 0.45 kms and 0.43 kms in the 
years 1997-98,1998-99 and 1999-00 respectively. It further gone up to 
0.45 kms by the end of 2000-01 but it again declined to 0.38 kms and 
0.36 kms in the year 2001-02 and 2002-03 respectively. The slight 
fluctuation witnessed in case of average fuel kms per litre, average 
topping up kms per litre, life of battery in kms and days and break 
down per ten thousand kms is due to poor road condition, poor 
maintenance and corruption found in the UPSRTC.^ ^ 
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Table number 4.13 shows year wise break up of work proj'^ ress oi 
UPSRTC as life of tyre consists of new and retreated, life of engine 
comprises of new (Tata and Leyland) and rejuvenated (Tata and Ley land) 
and life of F.I pump consists of new (Tata and Leyland) and rejuvenated 
ill terms of kms between 1991-92 and 2002-03.It is evident from the table 
that life of new tyre reveals fluctuating trend through out the whole 
period under study. In the year 1991-92 it was 63937 kms which 
decreased to 62573 kms in 1992-93.It increased to 62696 kms by the end of 
1993-94 but it again declined to 61822 kms during 1994-95.It further went 
up to 61948 kms at the end of 1995-96 and it again came down to 59876 
kms, 57920 kms, 56119 kms and 55962 kms during 1996-97,1997-98,1998-
99 and 1999-00 respectively. It further rose to 56360 kms, 59558 kms and 
59595 kms in the years 2000-01, 2001-02 and 2002-03 respectively. 
Where as life of retreated tyre shows the same trend as in case of 
life of new tyre discussed earlier. It was 34795 kms in 1991-92, which 
declined to 33608 kms, and 33093 kms by the end of 1992-93 and 1993-94 
respectively. It achieved at 35140 kms at the end of 1994-95 and 35687 
kms during 1995-96 and it again came down to 32058 kms in the year 
1996-97.It further reached to 34812 kms and 34987 kms at the end of 1997-
98 and 1998-99 respectively. But it again decreased to 34533 kms by the 
end of 1999-OO.It further increased to 35169 kms and 35898 kms during 
2000-01 and 2001-02 respectively. Then it again declined to 34341 kms in 
the year 2002-03. 
Life of new engine of Tata reveals ups and downs trend during the 
whole period under analysis, it was 377469 kms in the year 1991-92 
which increased to 402511 kms and 407032 kms during 1992-93 and 1993-
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94 respectively. It decreased to 395709 kms in the year 1994-95 and it 
again went up to 400819 kms by the end of 1995-96.It again declined to 
366215 kms at the end of 1996-97,but it further gone up to 374100 kms 
inl997-98. It came down to 351133 kms in the year 1998-99 then it further 
rose to 369565 kms, 400344 kms, 474511 kms and 516451 kms during 
1999-00,2000-01, 2001-02 and 2002-03 respectively. 
While Leyland also shows the same trend as in case of life of engine 
discussed earlier. In the year 1991-92 it was 390534 kms, which increased 
to 399051 kms, 416301 kms, 432880 kms, 477274 kms and 478370 kms by 
the end of 1992-93,1993-94,1994-95,1995-96, and 1996-97 respectively. But 
it decreased to 439983 kms in 1997-98,427978 kms in the year 1998-99 and 
403697 kms at the end of 1999-OO.It further went up to 464115 kms, 495268 
kms and 568558 kms during 2000-01, 2001-02 and 2002-03 respectively. In 
comparing of life of engine kms new between Tata and Leyland the 
author of the opinion that life of engine of Leyland is more then the Tata 
and therefore it is suggested that UPSRTC should buy the Leyland engine 
rather than Tata engine if the difference of cost between the two is not 
high. 
Life of rejuvenated engine of Tata reveals fluctuation during the 
whole study. It was 125565 kms in the year 1991-92, which could achieved 
to 126543 kms and 127063 kms during 1992-93 and 1993-94 respectively. It 
decreased 121530 kms by the end of the year 1994-95. But it further rose to 
125275 kms at the end of 1995-96 and 126485 kms by the end of 1996-97.lt 
again decreased to 118715 kms, 109677 kms, 104776 kms, 101168 kms, 
95158 kms and 95034 kms in the years 1997-98,1998-99,1999-00, 2000-
01,2001-02 and 2002-03 respectively. 
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Similarly, rejuvenated engine of Leyland shows the same trend as 
in case of life of engine stated previously. It was 130760 kms in 1991-92, 
which decreased to 125477 kms by the end of 1992-93;it increased lo 
135547 kms, 139973 kms and 148647 kms in the years 1993-94,1994-95 and 
1995-96 respectively. But it again declined to 141042 kms at the end of 
1996-97,129396 kms during 1997-98 and 117441 kms in 1998-99,it further 
went up to 123999 kms in the year 1999-00,127469 kms during the period 
2000-01,127947 kms in 2001-02130196 kms by the end of 2002-03. 
Life of new F.I Pump of Tata reveals ups and downs trend through 
out the whole period under analysis. In the year 1991-92 it was 328032 
kms, which could achieved to 344427 kms by the end of 1992-93,it 
decreased to 327152 kms and 323675 kms at the end of 1993-94 and 1994-
95 respectively. But it further gone up to 339497 kms during 1995-96,it 
again declined to 290553 kms in 1996-97 and it further rose to 326660 kms 
during the year 1997-98,it again came down to 285585 kms in the year 
1998-99 and it further gone up to 309743 kms, 357424 kms and 424814 
kms in the years 1999-00, 2000-01 and 2001-02 respectively. It again 
decreased to 419717 kms at the end of 2002-03.This state of fluctuation is 
due to that the employees not given emphasis on up keeps of assets of the 
UPSRTC. 
While new F.I Pump of Leyland shows the same trend as in case of 
life of new F.I Pump of Tata as discussed previously. It was 298871 kms in 
the year 1991-92 which increased to 318486 kms at the end ofl992-93. It 
decreased to 289102 kms in the year 1993-94 and it further went up to 
309172 kms and 385070 kms during 1994-95 and 1995-96 respectively. But 
it again declined to 301861 kms by the end of 1996-97. It further rose to 
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312237 kms and 328499 kms in the years 1997-98 and 1998-99 respectively. 
But it again came down to 317761 kms in 1999-00. It further gone up to 
388920 kms, 414353 kms and 477348 kms during the years 2000-01,2001-02 
and 2002-03 respectively. 
Rejuvenated F.I. Pump of Tata also reveals the same trend as in 
case of life of new F.I Pump as stated earlier. It was 78885 kms in 1991-92, 
which reached to 81110 kms at the end of 1992-93. It decreased to 73981 
kms, 69347 kms and 66421 kms during the years 1993-94,1994-95 and 
1995-96 respectively. And it further gone up to 67926 kms by the end of 
1996-97 but it again came down to 64476 kms, 62576 kms, 59341 kms, 
54952 kms 
and 52415 kms during 1997-98,1998-99,1999-00,2000-01 and 2001-02 
respectively. It further increased to 56475 kms in the year 2002-03. Where 
as rejuvenated F.I Pump of Leyland shows the same trend as in case of 
life of new F.I Pump as discussed earlier. In the year 1991-92 it was 62397 
kms, which declined to 58827 kms in 1992-93. It went up to 61109 kms by 
the end of 1993-94 and it again came down to 60126 kms during 1994-95. 
It further reached at 65396 kms at the end of 1995-96 but it again 
decreased to 62984 kms, 60029 kms and 59125 kms in the years 1996-97, 
1997-98 and 1998-99 respectively. It further gone up to 67495 kms, 80445 
kms at the end of 1999-00 and 2000-01 respectively. Then it again declined 
to 80388 kms in 2001-02. The life of rejuvenated F.I Pump is achieved to 
86072 kms during the years 2002-03,The reason of this fluctuation is 
because employees are not given emphasis to up keep the assets of 
UPSRTC. 
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Analysis of above table 
Table number 4.13 witness work progress of UPSRTQ which shows 
life of the following items from 1991-92 to 2002-03. 
i) Tyre (kms): new and retreated, 
ii) Engine (kms): new and rejuvenated; Tata /Leyland. 
iii) F.I Pump (kms): new and rejuvenated; Tata /Leyland. 
i) A comparison between the life of new and retreated tyres 
given rise to the following information: 
Type of tyre 
New 
Retreated 
Mean life 
59863.83 
34518.08 
Standard Deviation 
2789.57 
1103.95 
Coefficient of variation 
4.65 
3.19 
If the data is plotted on graph paper, we find a decreasing trend in 
the average life of new tyres. (Is it because of poor quality of the new 
tyres?) Retreated tyres do not show much decreasing trend as 
standard deviation and coefficient of variation are both small as 
compared to the new tyres. 
If we compare the life of two types of tyres, using T-statistics, the 
calculated value of | Ti | = 24.7165 which is very high as compared to 
the table value of 2.07 (at 5% level of significance). This means that the 
average life of two types of tyres is significantly different (as it should 
be). The difference should be seen in terms of average cost of the two 
types of tyres. We need compare (mean life/average cost) of the two 
types and the one having a better quotient should be preferred. 
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ii) a.) Comparison between the life of new engine of Tata and 
Leyland give rise to the following information: 
Type of engine 
Tata 
Leyland 
Mean life 
402988.30 
449500.80 
Standard 
Deviation 
47400.31 
50578.62 
Coefficient of 
variation 
n.76 
11.25 
If the data is plotted on graph paper, we find a decreasing trend in 
the average life of new engine of Tata and Leyland. (Is it because of 
poor quality of the new engine of Tata and Leyland?) Rejuvenated 
engines do not show that much decreasing trend as the new ones. 
If we compare the life of two types of new engines of Tata and 
Leyland, using T-statistics, the calculated value of | T21 = 4.31837 
which is high as compared to the table value of 2.07 (at 5% level of 
significance). This means that the average life of two types of new 
engines of Tata and Leyland are significantly different. The difference 
should be seen in terms of average cost of the two types of new engine 
of Tata and Leyland. We need compare (mean life/average cost) of the 
two types and the one having a better average should be preferred. 
b.) A Comparison between the life of rejuvenated engine of Tata 
and 
Leyland give rise to the following information: 
Type ofrejuven- Mean life Standard Deviation Coefficient of 
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ated engine 
Tata 
Leyland 
114749.10 
131490.80 
12792.32 
8522.82 
variation 
11.19 
6.48 
If the data is plotted on graph paper, we find a decreasing trend in 
the average life of rejuvenated engine of Tata and Leyland. New 
engines of Tata and Leyland also show this decreasing trend. 
If we compare the life of two types of rejuvenated engines of Tata 
and Leyland, using T-statistics, the calculated value of | T31 = 3.4590 
which is high as compared to the table value of 2.07 (at 5% level of 
significance). This means that the average life of two types of 
rejuvenated engines of Tata and Leyland are significantly different. 
The difference should be seen in terms of average cost of the two types 
of rejuvenated engine of Tata and Leyland. We need compare (mean 
life/average cost) of rejuvenation of the two types and the one 
showing a better average should be preferred. 
iii) a.) A Comparison between the life of new F.I Pump of Tata 
and Leyland give rise to the following information: 
Type of new F.I 
Pump 
Tata 
Leyland 
Mean life 
339773.30 
345131.70 
Standard 
Deviation 
43636.20 
58023.57 
Coefficient of 
variation 
12.84 
16.81 
If the data is plotted on graph paper, we find a decreasing trend in 
the average life of new F.I Pump of Tata and Leyland. 
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If we compare the life of two types of new F.l Pump of Tata and 
Leyland, using T-statistics, the calculated value of | T41 =0.46107 which 
is very low as compared to the table value of 2.07 (at 5% level of 
significance). This means that the average life of two types of new F.I 
Pump of Tata and Leyland are not significantly different (as it should 
be). 
iii) b.) A Comparison between the life of rejuvenated F.I Pump of 
Tata and Leyland give rise to the following information : 
Type of rejuve -
nated F.I Pump 
Tata 
Leyland 
Mean life 
65658.75 
67032.75 
Standard Deviation 
9182.24 
9644.75 
Coefficient of 
vari-ation 
13.98 
14.38 
If the data is plotted on graph paper, we find a decreasing trend in 
the average life of rejuvenated F.I Pump of Tata and Leyland. If we 
compare the life of two types of rejuvenated F.I Pump of Tata and 
Leyland, using T-statistics, the calculated value of IT5I =76.53 which is 
very high as compared to the table value of 2.07 (at 5% level of 
significance). This means that the average life of two types of rejuvenated 
F.I Pump of Tata and Leyland are significantly different. The difference 
should be seen in terms of average cost of the two types of new F.I Pump 
of Tata and Leyland. We need to compare (mean life/average cost) of the 
two types and the one having a better average should be preferred. 
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Table 4.14 
Capital Investment of UPSRTC (Rs. In Crores) 
Year 
1991-92 
1992-93 
1993-94 
1994-95 
1995-96 
1996-97 
1997-98 
1998-99 
1999-00 
2000-01 ' 
2001-02 
2002-03 
State and 
Central 
Govt. 
265.34 
265.34 
313.13 
313.51 
314.01 
314.69 
315.83 
321.57 
321.37 
321.37 
321.37 
321.37 
Ciunulative 
Loss 
276.95 
303.99 
303.97 
340.23 
388.30 
437.34 
471.53 
504.63 
604.67 
705.89 
831.28 
904.39 
Profit/ 
Loss 
-33.43 
-22.51 
-8.75 
-35.62 
-41.87 
-48.14 
-44.97 
-20.4 
-82.32 
-97.85 
-121.45 
-55.19 
Capital 
Investment 
+ Loans 
356.82 
372.87 
425.53 
440.86 
461.63 
438.06 
413.00 
427.43 
411.04 
425.50 
459.05 
474.87 
Inter 
est 
22.47 
24.28 
17.60 
20.17 
22.64 
23.90 
15.16 
10.98 
17.69 
14.84 
15.27 
19.70 
Profit 
Before 
Interest 
-10.96 
1.77 
8.85 
-15.45 
-19.23 
-24.24 
-29.81 
-9.42 
-64.63 
-83.01 
-106.18 
-35.49 
Return on 
Total 
Investment 
-3.07 
0.47 
2.08 
-3.50 
-4.17 
-5.53 
-7.22 
-2.20 
-15.72 
-19.51 
-23.13 
-7.47 
Source: Annual Report UPSRTC 2002 - 03 P - 63. 
Table number 4.14 reveals year wise break up of capital investnient of 
UPSRTC as state and central government, cumulative loss, profit and 
loss, capital investment plus loans, interest, profit before interest and 
return on total investment between 1991-92 and 2002-03.It is evident 
from the table that state and central government shows slightly 
fluctuation through out whole period under study. In the year 1991-92 
it was Rs.265.34 crores which remain same in the succeeding year that 
is 1992-93,it increased to Rs.313.13 crores, Rs.313.51 crores, Rs.314.01 
crores, Rs.314.69 crores, Rs.315.83 crores and Rs.321.57 crores during 
the years 1993-94,1994-95,1995-96,1996-97,1997-98 and 1998-99 
respectively, it decreased to Rs.321.37 crores at the end of 1999-00 but it 
again remain unchanged in the year 2000-01, 2001-02 and 2002-03 
respectively. 
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Cumulative loss reveals increasing trend during the same period 
under analysis. In the year 1991-92 it was Rs. 276.95 crores which 
increased to Rs.904.39 crores during 2002-03. 
Profit and loss shows ups and downs trend in the negative 
figure through out the whole period under study. In the year 1991-92 
it was Rs.-33.43 crores which decreased to Rs.-22.51 crores and Rs.-
8.75 crores in the year 1992-93 and 1993-94 respectively. It increased to 
Rs.-35.62 crores, Rs.-41.87 crores and Rs.-48.14 crores by the end of 
1994-95,1995-96 and 1996-97 respectively, but it again declined to Rs.-
44.97 crores at the end of 1997-98 and Rs.-20.4 crores in the year 1998-
99,it further went up to Rs.-82.32 crores, Rs.-97.85 crores and Rs.-
121.45 crores during the years 1999-00,2000-01 and 2001-02. Then it 
again came down to Rs.-55.19 crores at the end of 2002-03. 
Capital investment plus loans reveals the same trend as in case 
of profit/loss discussed earlier. It was Rs.356.82 crore at the end of the 
year 1991-92, which rose Rs.372.87 crores, Rs.425.53 crores, Rs.440.86 
crores, and Rs.461.63 crores in the year 1992-93,1993-94,1994-95 and 
1995-96 respectively. It came down to Rs.438.06 crores and Rs.413.00 
crores during the years 1996-97 and 1997-98 respectively, but it again 
gone up to Rs.427.43 crores at the end of 1998-99 and it again 
decreased to Rs.411.04 crores by the end of 1999-OO.It further reached 
to Rs.425.50 crores, Rs.459.05 crores and Rs.474.87 crores in the years 
2000-01, 2001-02 and 2002-03 respectively. 
Interest shows the same trend as in the case of capital 
investment plus loans stated previously. In the year 1991-92 it was 
Rs.22.47 crores which increased to Rs.24.28 crores, during 1992-93. It 
decreased to Rs.17.60 crores by the end of 1993-94 and it again gone up 
to Rs.20.17 crores, Rs.22.64 crores and Rs.23.90 crores in the years 1994-
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1995,1995-96 and 1996-97 respectively. It further declined to Rs.15.16 
crores and Rs.10.98 crores during the year 1997-98 and 1998-99 
respectively, but it again rose to Rs.17.69 crores in 1999-00. It again 
came down to Rs.14.84 crores at the end of 2000-01 then it again went 
up to Rs.15.27 crores and Rs.19.70 crores in the years 2001-02 and 2002-
2003 respectively. 
Profit before interest shows a negative result (loss) between 
1991-92 and 2002-03 except in the years 1992-93 and 1993-94 when the 
corporation showed a positive result (profit) of Rs.l.77 crores and 
Rs.8.85 crores respectively. Moreover in the year 1991-92 it was Rs.-
10.96 crores which increased to Rs.-15.45 crores, Rs.-19.23 crores, Rs.-
24.24 crores and Rs.-29.81 crores during the years 1994-95,1995-
96,1996-97 and 1997-98 respectively, then it again decreased to Rs.-9.42 
crores by the end of 1998-99 but it again went up to Rs.-64.63 crores, 
Rs.-83.01 crores and Rs.-106.18 crores in the years 1999-00 and 2000-01 
and 2001-02 respectively. It again came down to Rs.-35.49 crores by the 
end of 2002-03. 
Return on total investment shows a negative result (loss) 
between 1991-92 and 2002-03 except in the years 1992-93 and 1993-94 
when the corporation showed a positive result profit of Rs.0.47 crores 
and Rs.2.08 crores respectively, moreover it was Rs.-3.07 crores Rs.-
3.50 crores, Rs.-4.17 crores, Rs.-5.53 crores and Rs.-7.22 crores in the 
years 1991-92,1994-95,1995-96,1996-97 and 1997-98 respectively, then it 
declined to Rs.-22.20 crores by the end of 1998-99 but it further 
increased to Rs.-15.72 crores,Rs.-19.51 crores and Rs.-23.13 crores 
during the years 1999-00,2000-01 and 2001-02 respectively. It again 
decreased to Rs.-7.47 crores in the year 2002-03.^ 4 
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Table 4.15 
Capital Receipt in UPSRTC (Rs. In Crores) 
Year 
1991-92 
1992-93 
1993-94 
1994-95 
1995-96 
1996-97 
1997-98 
1998-99 
1999-00 
2000-01 
2001-02 
2002-03 
Income 
from 
Buses 
336.11 
389.85 
431.63 
444.10 
488.34 
522.88 
573.32 
642.99 
696.18 
672.19 
656.09 
724.29 
Advert-
isement 
Earning 
0.34 
0.50 
0.38 
0.97 
0.57 
0.78 
0.82 
0.51 
0.38 
0.61 
1.41 
1.05 
Earning from 
Canteen 
0.83 
0.94 
1.19 
1.26 
1.38 
1.48 
1.70 
1.42 
1.71 
1.69 
1.75 
2.06 
Earning from 
Auction of Scrap 
and Old Buses 
3.88 
3.59 
5.10 
4.87 
8.02 
7.82 
7.44 
8.63 
6.92 
4.22 
3.95 
5.71 
Earning 
from 
Interest 
d.i2~ 
0.08 
0,06 
0.05 
0.05 
0.06 
0.07 
0.07 
0.08 
0.09 
0.14 
0.23 
Otiiers 
8.25 
5.32 
6,07 
6,66 
7.55 
7.60 
16.40 
12.01 
13.39 
59.72 
63.67 
79.04 
Total 
r-nrninf^s 
349,5;^  
^' 400,28 
4'i'i -n 
457,91 
505,91 
540,62 
599,75 
665,63 
718.66 
738.52 
727,01 
812,38 
Source: Annual Report UPSRTC 2002 - 03 P - 59. 
Table number 4.15 shows year wise break up of capital receipt in 
UPSRTC which is divided in to income from buses, advertising 
earning, earning from canteen, earning from auction of scrap and old 
buses, eanung from interest and others between 1991-92 and 2002-03.It 
is from the table that income from buses reveals fluctuating trend 
through out the whole study. As it increased from Rs.336.11 crores in 
the year 1991-92 to Rs.696.18 crores by the end of 1999-00 but it is arena 
of this corporation that income from buses started showing a decling 
trend between 2000-01 and 2002-03 as it declined from Rs.672.19 crores 
in the year 2000-01 to Rs.656.09 crores by the end of 2001-02. Then it 
further increased to Rs.724.29 crore during 2002-03. 
Advertising earning shows fluctuation through out the whole 
period as it discussed earlier. It was Rs.0.34 crores in the year 1991-92 
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which went up to Rs.0.50 crores by the end of 1992-93.Then it declined 
to Rs.0.38 crores at the end of 1993-94,but it further rose to Rs.0.97 
crores during 1994-95.It again came down to Rs.0.57 crores in the year 
1995-96 but it further reached at Rs.0.78 crores and Rs.0.82 crores in 
the years 1996-97 and 1997-98 respectively. It again decreased to 
Rs.0.51 crores and Rs.0.38 crores in the years 1998-99 and 1999-00 
respectively. And it further went up to Rs.0.67 crores and Rs.1.41 
crores during the years 2000-01 and 2001-02 respectively. It again 
came down to Rs.1.05 crore by the end of 2002-03. 
Earning from canteen has been showing a continuous increase 
as it increase from Rs,0.83 crores in the year 1991-92 to Rs.2.06 crores 
in the year 2002-03 except it showed a decline Rs.1.42 crores in the 
year 1998-99 and Rs.1.69 crores at the end of 2000-01. 
Earning from auction of scrap and old buses shows ups and 
downs trend during the whole analysis. In the year 1991-92 it was 
Rs.3.88 crores which decreased to Rs.3.59 crores by the end of 1992-93. 
It further increased to Rs.5.10 crores in 1993-94 but again declined to 
Rs.4.87 crores during 1994-95.It further went up to Rs.8.02 crores at the 
end of 1995-96 but it again came down to Rs.7.82 crores and Rs.7.44 
crores in the year 1996-97 and 1997-98 respectively. It further rose to 
Rs.8.63 crores by the end 1998-99 and it again decreased to Rs.6.92 
crores, Rs.4.22 crores and Rs.3.95 crores during 1999-00, 2000-01 and 
2001-02. It further gone up to Rs.5.71 crores in the year 2002-03. 
Earning from interest reveals the same trend as in case of 
earning from auction of scrap and old buses discussed earlier. It was 
Rs.0.12 crores during 1991-92, which came down to Rs.0.08 crores, 
Rs.0.06 crores and Rs.0.05 crores in the years 1992-93,1993-94 and 1994-
95 respectively, but it remain same in the succeeding year that is 1995-
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96,it could achieved to Rs.0.06 crores and 0.07 crores during the years 
1996-97 and 1997-98 respectively, which remain same in the year 1998-
99. It further increased to 0.08 crores by the end of the year 1999-00, 
Rs.0.9 crores in the year 2000-01, Rs.0.14 crores by the end of 2001-02 
and Rs.0.23 crores by the end of the year 2002-03. 
Others show the same trend as in case of earning from interest 
stated earlier. In the year 1991-92 it was Rs,8.25 crores which declined 
to Rs.5.32 crores during 1992-93.It went up to Rs.6.07 crores, Rs.6.66 
crores, Rs.7.55 crores, Rs.7.60 crores and Rs.16.40 crores in the years 
1993-94,1994-95,1995-96,1996-97 and 1997-98 respectively. But it again 
came down to Rs.12.01 crores by the end of 1998-99. It further rose to 
Rs.13.39 crores, Rs. 59.72 crores, Rs. 63.67 crores and Rs. 79.04 crores 
during the years 1999-00, 2000-01, 2001-02 and 2002-03 respectively. 
This state of fluctuating trend is due to incurring more expenditure as 
compare to income with the UPSRTC.^ s 
Analysis of above table 
Table number 4.15 presents income from buses along with total 
earnings of UPSRTC between 1991-92 and 2002-03. There is a clearly 
visible increasing trend in both the income from buses and the total 
earnings. Correlation coefficient between the income from buses and 
the total earrungs is r=0,9997672. Statistical analysis shows that it is 
highly significant even at 5% level of significance. We, therefore, 
conclude that the increasing trend in income from buses is due to 
utilization of buses properly. If income from buses is discarded, the 
total earnings will fall down. 
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Table 4.16 
Capital expendi ture of UPSRTC (Rs. in Crores) 
Year 
1991-92 
1992-93 
1993-94 
1994-95 
1995-96 
1996-97 
1997-98 
1998-99 
1999-00 
2000-01 
2001-02 
2002-03 
Expenditure 
on Vehicles 
30.01 
50.54 
33.90 
47.69 
46.57 
28.23 
71.16 
44.97 
35.70 
83.85 
32.42 
105.23 
Expenditure 
on Land and 
Building 
0.74 
1.84 
2.42 
1.90 
1.11 
0.39 
0.72 
1.13 
1.46 
0.70 
2.96 
2.82 
Expenditure 
on Tools and 
Plants 
0.10 
0.03 
0.73 
0.17 
0.12 
7.90 
0.07 
0.04 
1.00 
1.70 
0.21 
0.94 
Total 
Expenditure 
30.85 
52.41 
37.05 
49.76 
47.80 
36.52 
71.95 
46.14 
38.16 
86.25 
35.59 
130.25 
Source: Annual Report UPSRTQ 2002 - 03 P - 59. 
Table number 4.16 shows year wise break up of capital 
expenditure of UPSRTC, which has been classified in to expenditure 
on vehicles, expenditure on land and building and expenditure on 
tools and plants between 1991-92 and 2002-03, 
It is evident from the table that expenditure on vehicles reveals 
fluctuating trend during the same period through out study. In the year 
1991-92 it was Rs.30.01 crores which reached at Rs.50.34 crores at the 
end of 1992-93.It declined to Rs.33.90 crores by the end of 1993-94 but it 
further achieved to Rs.47.69 crores in 1994-95.It again came down to 
Rs.46.57 crores and Rs.28.23 crores during the years 1995-96 and 1996-
97 respectively. And it further could achieved at Rs.71.16 crores by the 
end of 1997-98. Expenditure on vehicles again decreased to Rs.44.97 
crores and Rs.35.70 crores in the years 1998-99 and 1999-00,then it 
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further increased to Rs.83.85 crores, Rs.97.57 crores and Rs.111.05 crores 
during the years 2000-01,2001-02 and 2002-03 respectively. The 
continuous increased in expenditure on vehicles is due to the induction 
of new fleets. 
Expenditure on land and building shows the same trend as in 
case of expenditure on vehicles discussed previously. It was Rs.0.74 
crores at the end of 1991-92 which went up to Rs.1.84 crores and 
Rs.2.42 crores in the years 1992-93 and 1993-94 respectively. It declined 
to Rs.1.90 crores, Rs.1.11 crores and Rs.0.39 crores by the end of 1994-
95,1995-96 and 1996-97 respectively. But it further rose to Rs.0.72 
crores, Rs.1.13 crores and Rs.1.46 crores during the years 1997-98,1998-
99 and 1999-00 respectively. It again came down to Rs.0.70 crores in 
2000-01 then it further gone up to Rs.0.80 crores and Rs.1.10 crores at 
the end of 2001-02 and 2002-03 respectively. Increasing trend in 
expenditure on land is due to construction of new building in the 
corporation. 
Expenditure on tools and plants reveals the same trend as in case 
of expenditure on land and building stated earlier. In the year 1991-92 
it was Rs.0.10 crores which decreased to Rs.0.03 crore by the end of the 
year 1992-93. It could achieved to Rs.0.73 crore during the year 1993-94 
and it again declined to Rs.0.17 crore and Rs.0.12 crore at the end of the 
year 1994-95 and 1995-96. It further gone up to Rs.7.90 crore in the year 
1996-97 but it again came down to Rs.0.07 crore and Rs.0.04 crore in the 
years 1997-98 and 1998-99 respectively. It further increased to Rs.1.00 
crore, Rs.1.70 crore, Rs.1.73 crore and Rs.1.79 crore during the years 
1999-00, 2000-01, 2001-02 and 2002-03 respectively. Increase in the 
expenditure on tools and plants are due to the purchase of new tools 
and plants for the up keep of the vehicle and assets at the corporation.^^ 
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Analysis of above table 
Table number 4.16 shows capital expenditure of UPSRTC, which 
is divided in to expenditure on vehicles, expenditure on tools and 
plants and expenditure on land and building from 1991-92 to 2002-03. 
Result: The t value for the regression co-efficient between expenditure 
on vehicles and expenditure on tools and plants at 5% level of 
significance is 3.611409. 
Estimated line of regression Y = 28.015251+ (0.4308) x 
Conclusion: There is a marked increase in expenditure on vehicles, 
expenditure on tools and plants and total expenditure but the 
expenditure on land and building is stagnant and insignificant. 
Expenditure on tools and plants shows a linear reaction with 
expenditure on vehicles given by 
y = 28.015251+ 0.4308864 (x) 
The regression co-efficient 0.4308864 (x) is foimd to be significant with 
calculated t = 3.611484, which is more than the table value at 5% level 
of sigriificance given by 2.23. A check on expenditure on tools and 
plants is likely to reduce the expenditure on buses and thus the total 
expenditure may be reduced. 
Table 4.17 
Revenue Expenditure of UPSRTC (Rs. In crores) 
Year 
1991-92 
1992-93 
1993-94 
1994-95 
Salary & 
Allowances 
167.97 
189.95 
206.60 
220.89 
Fuel 
84.77 
92.03 
106.02 
114.16 
Spare 
Parts 
50.50 
54.87 
59.45 
62.01 
Others 
20.23 
22.99 
26.36 
42.77 
Deval-
uation 
37.02 
38.67 
37.15 
33.53 
Interest 
22.47 
24.28 
17.60 
20.17 
Total 
382.96 
422.79 
453.18 
493.53 
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1995-96 
1996-97 
1997-98 
1998-99 
1999-00 
2000-01 
2001-02 
2002-03 
253.84 
273.67 
288.53 
302.79 
366.09 
390.68 
398.12 
388.80 
111.21 
116.42 
138.62 
149.99 
168.66 
183.75 
202.78 
229.78 
61.55 
78.96 
80.29 
72.88 
66.60 
60.62 
58.38 
62.91 
51.73 
51.11 
74.96 
97.46 
132.47 
138.34 
119.65 
110.27 
46.81 
44.70 
47.16 
51.93 
49.48 
48.14 
54.26 
56.11 
22.64 
23.90 
15.16 
10.98 
17.68 
14.84 
15.27 
19.70 
547.78 
588.76 
644.72 
686.03 
800.98 
836.37 
848.46 
867.57 
Source: Annual Report UPSRTQ 2002 - 03 P - 60. 
Table number 4.17 shows year wise break up of revenue 
expenditure of UPSRTC which has been consists of salary and 
allowances, fuel, spare parts, others, devaluation and interest between 
1991-92 and 2002-03. 
Salary and allowances reveals increasing trend through out the 
whole study. In the year 1991-92 it was Rs.167.97 crores which increased 
to Rs.393.23 crores by the end of 2002-03.This increasing state of affair is 
due to increment in salary and allowances and increase in the number 
of employees per annum with the UPSRTC. 
Fuel shows positive trend during the whole period except one 
year. It was Rs.84.77 crores at the end of 1991-92 which went up to 
Rs.92.03 crores, Rs.106.02 crores and Rs.114.16 crores in the years 1992-
93,1993-94 and 1994-95 respectively. It decreased to Rs.111.21 crores in 
the year 1995-96,but it rose to Rs.116.42 crores, Rs.138.62 crores, 
Rs.149.99 crores, Rs.168.66 crores, Rs.185.54 crores, Rs.187.65 crores 
and Rs.189.87 crores during the years 1996-97,1997-98,1998-99,1999-
00,2000-01,2001-02 and 2002-03 respectively. 
Spare parts reveals fluctuating trend through out the whole 
period under analysis. In the year 1991-92 it was Rs.50.50 crores which 
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could achieved to Rs.54.87 crores, Rs.59.45 crores and Rs.62,01 crores 
diiring the years 1992-93,1993-94 and 1994-95 respectively. It declined 
to Rs.61.55 crores by the end of 1995-96 and it again reached at Rs.78.96 
crores and Rs.80.29 crores in the years 1996-97 and 1997-98 
respectively. It again came down to Rs.72.88 crores, Rs.66.60 crores, 
Rs.59.75 crores, Rs.59.27 crores and Rs.58.31 crores during the years 
1998-99,1999-00,2000-01,2001-02 and 2002-03 respectively. 
Others show the same trend as in case of spare parts discussed 
earlier. It was Rs.20.23 crores by the end of 1991-92, which became 
Rs.22.99 crores, Rs.26.36 crores, Rs.42.77 crores and Rs.51.73 crores in 
the years 1992-93,1993-94,1994-95 and 1995-96 respectively. It slightly 
decreased to Rs.51.11 crores at the end of 1996-97,but it again increased 
to Rs.74.96 crore, Rs.97.46 crores and Rs.132.47 crores during the years 
1997-98,1998-99 and 1999-00 respectively. It again declined to Rs.130.26 
crores in the year 2000-01,and then it again went up to Rs.131.35 crores 
and Rs.132.57 crores in the year 2001-02 and 2002-03 respectively. 
Devaluation reveals the same trend as in case of spare parts 
stated previously. In the year 1991-92 it was Rs.37.02 crores which rose 
to Rs38.67 crores at the end of 1992-93.It came down to Rs.37.15 crores 
and Rs.33.53 crores during the years 1993-94 and 1994-95 respectively. 
It further gone up to Rs.46.81 crores by the end of 1995-96,it again 
decreased to Rs.44.70 crores in 1996-97 but it again could achieved to 
Rs.47.16 crores and Rs.51.93 crores in the years 1997-98 and 1998-99 
respectively. It again declined to Rs.49.48 crores and Rs.48.21 crores 
during the years 1999-00 and 2000-01 respectively. Then it again 
reached at Rs.51.24 crores in 2001-02;it again came down to Rs.49.33 
crores by the end of the year 2002-03. 
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Interest also shows the same trend as in case of devaluation 
discussed earlier. It was Rs.22.47 crores in 1991-92 which became 
Rs.24.28 crores at the end of 1992-93,it decreased to Rs.17.60 crores 
during 1993-94 and it further achieved to Rs.20.17 crores, Rs.22.64 
crores and Rs.23.90 crores in the years 1994-95,1995-96 and 1996-97 
resf)ectively. It again declined to Rs.15.16 crores and Rs.10.98 crores 
during the years 1997-98 and 1998-99 respectively. But it further 
increased to Rs.17.68 crores in the year 1999-00,it again came down to 
Rs.7.71 crores by the end of 2000-01,then it again went up to Rs.15.90 
crores at the end of 2001-02 and it again decreased to Rs.9.10 crores in 
the years 2002-03.The reason of this fluctuating trend is because of 
increased in the operating cost (salary and allowances, diesel and 
petrol, stores and spare parts) and devaluation in UPSRTC.^ ^ 
Analysis of above table 
Table number 4.17 presents revenue expenditure of UPSRTC. 
This includes salary and allowances and other revenue expenditure 
during 1991-92 and 2002-03. 
Estimated line of regression y = 3.739866+2.0516912. 
Results: The t value for the regression co-efficient between salary and 
allowances and total revenue expenditure (at a = 0.05) is given by 34 
Conclusion: There is a highly significant linear relation between 
salary and allowances and total expenditure. The regression co-
efficient is highly significant showing that if the trend of increase in 
salary and allowances may be kept in check, the total expenditure may 
also be controlled. 
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Road Safety a neglected imperative 
The main problem in our country especially in Uttar Pradesh is 
high rate of accidents, fatal accidents and damage to vehicles. Loss of 
human life is so enormous that the problem needs to be addressed 
without delay. In Uttar Pradesh, by and large, the driver's training has 
remained imorganized and there has always been lack of standardized 
training institution. Though, some good trairung ii\stitutions have 
come up of late yet resource crunch limits their development and 
creation of adequate of traiiung capacities. Consequently the drivers' 
knowledge and trairung continue to be substandard and do not 
confirm to the desired standards necessary for the road safety. 
In today context trairung assumes an important role because the 
traffic control system has become quit complicated and only a 
professional trained driver follow it. Additionally, due to vast 
improvement in technology, new version cars, buses, trucks and other 
commercial vehicles are replacing the older ones. The driver, if 
conversant with these versions, can take better care of his vehicle and 
ensure basic maintenance. More ever, a drained driver can play a very 
effective role in making his vehicle less pollutant through day to day 
quality maintenance. The driver should also have a keen road sense 
and be well versed in defensive driving. He should be mentally 
attuned to meeting eventualities such as vehicular break down, 
mishaps or any unfortunate accident, adverse weather condition, snow 
and rain storm, floods etc. such an expertise can be developed through 
training and frequent updating of skills only. A steep rise in road 
accidents due to the worsening of road conditions and inapt quality of 
driving has been engaging the attention of the concerned authorities. 
Realization has dawned that professional training is imperative for 
revising the deteriorating road safety. 
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Though the need for training is widely accepted, steps have not 
been taken to create the required infrastructure for the drivers 
training. The author feels that there is a need for a comprehensive 
scheme covering all aspects of training and education of the drivers. 
Judging the existing state of the roads and the substandard level of the 
drivers' skills' structured approach' is necessary because a trained 
hand behind the v^heel is an asset otherwise a killer. This implies that 
the drivers have to be given basic education, training and lessons in 
health care as well. 
Other prerequisite for increasing the pool of trained drivers is to 
put a full stop to marupulation at the time of issuing of the licerises. 
Besides regularizing training courses, pre license, post-license and 
refresher courses should also be introduced to update the knowledge 
of the drivers on traffic rules and the local routes. For instance, when a 
drivers comes to a big city from a rural area, or from plain to hilly 
regions he should be taken on a certain familiarisation course. 
Refresher courses are also necessary for the professional drivers for 
sharpening their skills. In addition proper shelters on the highways 
will also ensures safety, as it well distress the fatigued drivers. In fact a 
legal framework should be evolved to book the corrupt officials.^s 
Table 4.18 
Total Number of Accidents of UPSRTC 
Year 
1991-92 
1992-93 
1993-94 
1994-95 
Number of 
Accidents 
1464 
1428 
1393 
1208 
Accident Per 
Lakh/Km 
0.23 
0.23 
0.21 
0.20 
Number of Fatal 
Accidents 
87 
65 
80 
46 
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1995-96 
1996-97 
1997-98 
1998-99 
1999-00 
2000-01 
2001-02 
2002-03 
1260 
1124 
1186 
1332 
1050 
993 
949 
1025 
0.21 
0.20 
0.20 
0.22 
0.19 
0.18 
0.16 
0.17 
67 
52 
75 
61 
83 
73 
73 
76 
Source: Annual Report UPSRTC 2002 - 03, P. 56. 
Table number 4.18 reveals year wise break up of accidents in 
UPSRTC such as number of accidents and number of fatal accidents per 
lakh per kms between 1991-92 and 2002-03. 
Number of accidents shows ups and downs trend through out 
the whole period imder study. In the year 1991-92 it was 1464 accidents 
which declined to 1428 accidents by the end of 1992-93.It rose to 1393 
accidents at the end of 1993-94 and it again came down to 1208 
accidents in 1994-95,it further gone up to 1260 accidents in the year 
1995-96,it again decreased to 1124 accidents, 1186 accidents and 1332 
accidents during the years 1996-97,1997-98 and 1998-99 respectively, 
but it again decreased to 1050 accidents and 978 accidents at the end of 
the years 1999-00 and 2000-01 It further reached at 991 accidents in the 
year 2001-02 then it again declined to 981 accidents by the end of 2002-
03. 
Accidents per lakh per kms reveal the same trend as in case of 
number of accidents discussed earlier. It was 0.23 accidents per lakh 
per kms at the end of 1991-92, which remain same in the succeeding 
year that is 1992-93.It, came down to 0.21 accidents per lakh per kms 
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and 0.20 accidents per lakh per kms in the years 1993-94 and 1994-95 
respectively. But it further could achieved at 0.21 accident per lakh per 
kms by the end of 1995-96,it again decreased to 0.20 per lakh per kms in 
1996-97 and it remain imchanged during 1997-98,It further achieved to 
0.22 accident per lakh per kms during 1998-99 then it again declined to 
0.19 accident per lakh kms, 0.18 accident per lakh per kms and 0.17 
accidents per lakh per kms during the years 1999-00,2000-01 and 2001-
02 respectively. It further increased to 0.21 accidents per lakh per kms 
by the end of 2002-03. 
Number of fatal accidents shows the same trend as in case of 
accident per lakh per kms stated earlier. In the year 1991-92 it was 87 
accidents which came down to 65 accidents at the end of 1992-93,it 
went up to 80 accidents in 1993-94 but it again decreased to 46 
accidents by the end of 1994-95. Accidents of fatal accidents further 
rose to 67 accidents during 1995-96,and it again declined to 52 accidents 
during the year 1996-97,it further gone up to 75 accidents in the year 
1997-98,then it again came down to 61 accidents at the end of 1998-994t 
further reached at 83 accidents by the end of 1999-00, but it again 
decreased to 73 accidents in the year 2000-01,it remain the same in the 
succeeding year that is mentioned 2001-02,and it again achieved to 76 
accidents at the end of 2002-03.The reason, in the number of accidents 
taken place are not only due to the negligence on the part of the drivers 
but also due to the lack of road sense in the people of our country.^s 
Analysis of above table 
This table shows number of accidents as well as fatal accidents 
of UPSRTC, from 1991-92 to 2002-03. There is a clearly visible 
decreasing trend in both the number of accidents and fatal accidents. 
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Correlation coefficient between the number of accidents and the fatal 
accidents is r = 0.1383652 which is insignificant. 
Conclusion 
It is concluded that UPSRTC is not working well as it should be. 
This state corporation is a loss incurring since 1989-90, due to many 
reason such as political instability and paucity of fund the reason of 
non availability of fund is central government decided in the year 
1988-89 that not to provide any loan to those transport corporation 
which are incurring losses, due to this reason corporation is not 
purchasing new buses, so number of over aged buses are increasing by 
every year. The other reason is expenditure is more than income 
because UPSRTC is paying heavy rate of interest to the financial 
iristitution from where it had received loan and further increasing cost 
and devaluation through out the period. 
In the preceding chapter the researcher has concluded the entire 
chapter and give the fruitful suggestions to improve the overall 
performance of UPSRTC. 
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Chapter V 
Conclusion and Suggestions 
In the preceding chapter we have discussed working and 
performance of UPSRTC since 1991. Now this chapter provides the 
concluding part of the thesis. It contains the summary of earlier 
chapters and also the findings and suggestions for future development. 
> It is a fact that transportation is a main component of 
infrastructure of an economy, it is on this sector the economy of a 
country accelerates, since road transportation provide door to 
door facility which other modes of transport fail to provide, 
makes the road transport unique and important for the 
development and growth of other sectors of economy. It is highly 
presumed that roads are the mirrors of socio economic conditions 
of an economy. This sector provides direct and indirect 
employment opportunities to lakhs of people in India, besides 
providing massive revenue to government exchequers, and as 
transport system performs a variety of useful functions and plays 
a significant role in the supply of input factor enlarging the size 
of markets, fetching better prices, promoting labour mobility, 
providing a fillip to the establishment and development of 
industrial enterprises etc. This sector is gaining more popularity 
and acceptability, which is evident from the fact that "over 85 
percent of passengers and over 65 percent of freight move by 
roads. 
> Road transport today plays a significant role in the movement of 
passengers and goods. It can function in an exceptionally flexible 
and diversified manner, supplementing other modes of 
transportation, opening up new avenues and offering new 
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services. It results in saving of both, time and costs. It brings the 
remote areas into contact with the towns and cities. 
> Buses, the most pre-dominant mode of public transport for a 
majority of low and middle income group in the state, form a 
vital part of the economical and social fabric of all our towns and 
cities enabling people to work, to shop to get to educational 
institutions to socialise and to perform other activities. Travel 
demand in a region is the result of socio-economic and 
administration inter-actions among the various states, cities and 
towns, outskirts. Cities have the services like schools, hospitals, 
marketing centers, agricultural service units and so on, which 
attract people from the nearby settlements. Similarly, the towns 
that have better services like higher education and medical 
facilities, agricultural marketing uiuts and so on, can attract travel 
from longer distances. Extending this argument further, cities, 
with the specialised facilities in the agriculture, industry, 
education, health care and so on, attract travel from still far off 
places. The resulting pattern of travel in a region, therefore, 
comprises of layers of inter city travel, remote level service 
centers to higher level centers and inter city movements. 
> Keeping in view, the above stated needs UPSRTC and other 
private operators are playing an important role in moving the 
passengers and commodities from one place to another UPSRTC 
operates long distance and shuttle services in different parts of 
the state. These services are mainly operated to connect 
important towns with each other in the state and to join tehsils, 
blockhead quarters and other important rural areas with district 
headquarters. Deluxe and semi deluxe services, inter state 
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services, and bus services to hilly regions are also provided by 
the UPSTRC. It also provides concessions to the students of rurni 
areas. Monthly pass on 30 single journeys is allowed on rural 
areas basis. The facility of Janta pass is available in ordinary 
buses in rural areas. UPSRTC also issues concessions to 
handicapped/disabled person and his one escort. 
> The number of buses m UPSRTC during the period 1991-92 to 
2002-03 decreased from 8089 buses to 6165 buses, 1924 buses 
almost 23.78 percent decrease. In the state UPSRTC buses moved 
1359.39 lakh of passengers and the number of passengers carried 
per bus per day on road was 133 and fleet utilisation was 90.8 
percent over the each subsequent years. The reason of declining 
is paucity of fund and Central Govt, is not providing any fund to 
UPSRTC since 1988-89. 
> The Number of employees decreased from 57693 employees to 
44508 employees during the period 1991-92 to 2002-03 
approximately 22 percent decreases, because of the fact that Non-
availability of fund that's why appointments of new employees 
are not taking place. 
> The Capital receipt of UPSRTC was Rs. 349.53 crore in the year 
1991-92, which rose to Rs. 812.38 crore by the end of 2002-03. It is 
increased by approximately 132 percent. The reason of increasing 
capital receipt is there are many source of income of UPSRTC 
such as income from buses, advertisement earning, from interest 
and others and all these increasing every year while the revenue 
receipt of UPSRTC in the year 1991-92 it was Rs. 20817.20 lakh 
which increased to Rs. 47422.28 lakh in the year 2002-03, It is 
increased by 127.80 percent during the whole period because 
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capital receipt is increasing, along with traffic revenue, passenger 
tax and other revenue. 
In UPSRTC capital expenditure was recorded Rs. 30.85 crore in 
the year 1991-92 which increased to Rs. 113.94 crore by the end of 
2002-03 where as revenue expenditure are also increasing every 
year. It was Rs.382.96 crore in the year 1991-92 which increased to 
Rs. 867.57 crore by the end of 2002-03. It is negative growth of 
any Corporation that expenditure is increasing more than 
income. The capital investment made by UPSRTC has been 
resulted in negative growth which was increased from Rs. -33.43 
crore to Rs. -55.19 crore during 1991-92 to 2002-03. 
UPSRTC is a public utility and important coristituent of the 
nation's infrastructure are thus, providing city and inter-state lost 
effective and efficient public transport services to the poor and 
middle-income group of the state. It has played a great role in 
carrying people from their far-off scattered locatioi\s of 
households to work centers, improving mobility, minimising 
regional disparity, poverty and untouchability also contributing 
to the overall socio-economic reconstruction of the economy. 
The responsibility to make plans for construction, maintenance 
and development of roads lies on the State Government. But in 
Uttar Pradesh, the government does not really know how many 
roads in the state need repair. It even does not have information 
on how many roads repair work has been started and how many 
of them are left half finished. 
More than 1000 crore rupees are spent armually on the 
construction of roads, but how much actually is spent for the 
purpose that nobody knows. It is no longer a secret that in the 
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name of constructing new roads, crore rupees go into the pockets 
of politicians, officials and contractors, the unholy trinity, which 
works in unison. There are many instances of roads being 
conslruclod only on papers. Vhe roads from liarhapur to 
Najibabad, Barhapur to Afzalgarh and Kotdwar are the instances 
of roads constructed on papers. Similar is the position in 
Varanasi, Faizabad, Jalaun, Hathras and other districts of Uttar 
Pradesh. 
> It is interesting to note that during 1947-2003, the road length in 
Uttar Pradesh has been increased only 22 times while the vehicle 
population has increased 149 times over the same period. This 
inadequate road network has lead to higher transportation cost, 
which has severely eroded international competitiveness of the 
economy, "Commercial vehicles in India are able to run only 
200-250 Kms per day as compared to 500-600 kms per day in the 
developed countries. 
> The present scenario of road transport is a combination of bad 
vehicles, bad roads, unsatisfactory crew coupled with poor 
managerial attention and poor financial viability. It appears that 
many circumstances and events have conspired against the 
provision of a satisfactory level of road transport. If one expects 
road transport operations to expand, the environment needs 
drastic changes and congerual policy postulated. The present 
outcome is the result of the present policies, which need total 
revamping. 
> Road transport is obstructed by a number of barriers created by a 
host of tax collecting agencies like municipality, sales tax 
department, entry tax collectors, enforcement agencies like police. 
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forest Department etc. These barriers not only hamper free and 
speedy movement of goods and services but also cause wastage 
of oil and provide opportunity for harassment and extortion. 
Suggestions and Recommendations: 
Considering the importance of road transport in recent years and 
increasing growth of both passengers and freight traffic the present 
road network should be strengthened and upgraded. The State 
government should give urgent consideration to the following 
suggestions, which are offered by the researcher after evaluating 
various aspects of UPSRTC. 
> It is suggested the roads should be free from potholes and 
patches. Road development department should make 
enthusiastic efforts to repair such potholes and patches timely, it 
will not only reduce accidents and damages to vehicles but will 
improve fuel consumption also. 
> It is reconimended that to construct over, under, weak and 
narrow bridges on the railway crossings and where ever it is 
necessary to ensure uninterrupted flow of traffic. 
> It is suggested that Construction of bye passes, ring roads and 
express ways on state highways and major district roads where 
traffic has to be pass through congested town, it is also essential, 
such bye passes should be identified within a year on the basis of 
preliminary surveys and they should be constructed in the 
phased manner. Major town having a population of more than 
one million, need ring roads around them for better movement of 
traffic, ring road should be constructed in consultation with the 
housing department. And priority should be given those towns 
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where local bodies should be willing to contribute 25 percent of 
the cost of the project. Expressways are also required to be 
constructed to facilitate fast vehicular traffic to curtail the 
traveling time. Cor\struction of such expressways should be 
undertaken of the principal of build operate and transfer in the 
form of toll road. 
> It is recommended that in the development of roads in urban 
areas, public work department role should be widened and 
strengthened. And inter department committee headed by the 
district magistrate for the district towns and by divisional 
commissioner for the divisional towns should be set up to make 
suitable recommendation for the development of facilities needed 
for the smooth flow of urban traffic and such recommendation 
should be executed in a phased manner. 
f It is suggested that adequate fund should be provided for the 
maintenance of roads in accordance with the recommendation of 
the tenth finance comnussion, an yearly increase of 15 percent in 
the budgetary allocations should be provided in a district and 
state sector. Funds are available from the centrally sponsored 
scheme and scheme of the state government should be dovetailed 
for the development of roads in the state. Funds available for 
construction of roads with Mandi Parishad, cane department, 
DRDA and Zila Parishad Panchayat should be transfered to the 
public work department for which necessary amendment, if 
required, should be made in the rules. Maximum institutional 
finance should be arranged from NABARD and other financial 
institutions for the development and construction of roads and 
bridges and arrangement for the timely repayment of such loans 
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should be ensured. External financial assistance for wiiloninj', c\nd 
strengthing of state highways and Major District Roads and 
construction of bridges should be obtains from the World Bank 
and Asian development bank. 
The private sector should contribute significantly for the 
construction of roads and bridges for which the private 
entrepreneurs should be allowed to collect toll to recover the cost 
of the project and a reasonable return on investment. The rates of 
toll and the period of toll should be decided by the state 
government for each build operate and transfer project. The 
government should adopt a transparent policy for build operate 
and transfer project and every entrepreneur should be provided 
equal opportunities and the work should be awarded on open 
tender basis and not on the basis of memorandum of 
understanding for such projects, as far as possible, government 
agencies should also forge joint sector partnership with private 
entrepreneurs, on the basis of equity participation. Detailed 
guidelines should be prepared and issued by the government for 
the execution of build operate and transfer projects in the state. 
It is suggested that a certain degree of efficiency in construction is 
very essential for the development of reliable and durable 
infrastructure facilities. For this, standards of quality and definite 
procedures to ensure quality are to be clearly enunciated. The 
standard of quality in construction works should be the same as 
determined by the Indian roads congress and bureau of Indian 
standards. It is also essential to test the quality of construction 
works from time to time to achieve the desired quality. To ensure 
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the required quality in the construction works, tlie following 
arrangement should be made. 
'r Construction of roads should be the responsibility of only public 
works department and rural engineering department. The public 
works department specifications should be adopted for the 
construction works. 
> Public works department should be entrusted with the work of 
maintenance of all the roads in the state. 
> The research institute in the public works dopartmrnt should bo 
strengthened and this institute should enter in to a memorandum 
of understanding with the central road research institute. New 
Delhi to work more effectively to achieve the desired level of 
quality. 
> It is recommended that for the safety of traffic, it is essential to 
check ribbon development along the roads for the safety of 
traffic, it is essential to check ribbon development along the roads 
and for this purpose, Uttar Pradesh Roadside Land Control Act 
1945, Public Premises Eviction Act and Uttar Pradesh Urban 
Development (Amendment) Act, 1997 should be implemented 
more of traffic with the help of private entrepreneurs. In the 
urban areas, roads are extensively damaged due to water 
logging. To avoid these damages, necessary arrangements should 
be made for proper drainage. Local bodies should be responsible 
for making adequate arrangements for drainage system. 
Computerised data bank should be established to implement the 
construction and maintenance works in a planned manner. The 
data bank should have to details of every road, its width, 
thickness of its crust, composition of crust, engineering properties 
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of earth in sub grade, details of culverts, bridges and permanent 
land etc. In addition to this, traffic density in terms of commercial 
vehicles per day, passenger car units and details of accidents on 
the road should also be kept in the computerised data bank. 
As far as possible, funds to the extent of the entire cost of the 
project should be released at a time, so as to avoid the time and 
cost over runs. The department should fix the responsibilities of 
officers at different levels for timely completion of construction 
land maintenance works and necessary action should be taken 
against negligent officers. Uttar Pradesh State Bridge corporation 
should be the nodal agency for construction of projects under the 
Build-operate-Transfer System. Divisional Commissioners should 
be empowered to issue financial sanctions of works under the 
district sector schemes. It should lead to decentralisation of 
power and quicker implementation of schemes. 
The system of internal financial advisor should be introduced at 
the government level for better financial management, 
transparency and speedy issue of sanctions. For the development 
of human resource, inservice training programmes should be 
conducted to impart training to Junior Engineer, Assistant 
Engineers and other Senior Officers according to the nature of 
their work and seniority so that they are kept abreast of the latest 
construction technology and are able to efficiently execute the 
construction works with the highest standards of quality and in 
accordance with the financial rules. 
While taking up new road construction projects particular 
attention should be paid to conserve envirorunent. Extensive tree 
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plantations should be undertaken along the roads through social 
forestry. 
> hi the context of shortage of funds in the road development, 
rationalisation of road user charges, re-structuring of road 
finance and diversification of finance must be considered. Scope 
for greater public participation and tapping of non-goverrunental 
sources has to be explored. "Road Maintenance Fee" should be 
charged from different vehicles and this fund should be used for 
road maintenance. 
> The existing design standards for road layouts need to be 
reviewed and revised so that these are more relevant for 
improvement of existing earthen tracks roads in agricultural 
areas. Instead of undertaking improvement of the whole length 
of the track as is conventionally done, only spot improvements 
can be undertaken at major bottlenecks to the traffic. These 
bottlenecks can be identified through road condition surveys. The 
spot improvements include provisions of missing cross drainage 
works, improvements of drainage system, raising of the road 
formation in poorly drained areas, improvement of road sections 
passing through marshy areas or weak soils, selective provision 
of hard pavement crust and improvement of sight distance. Such 
improvements will be very cost effective 
> A large number of local materials including laterite, moorum, 
kankar, and natural soil gravel are available in the country, which 
can be effectively used for road construction. Good quality earth 
and gravel roads could be very conveniently constructed in most 
parts of the country by using the local materials. These roads are 
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ideally suited to remote areas where tiie initial level of traffic is 
generally low and policy of stage development is to be adopted. 
These roads require low initial capital investment and low 
niaintenanco cost. With the growth oi traffic, those roatis coiilil In-
suitable upgraded. 
> Simple quality assurance procedures can be developed and 
introduced for road construction to increase the overall service 
life of roads network. This could be achieved through setting up 
quality control laboratories in these areas with simple equipment 
for quality control and necessary training to the field staff in 
performing various tests related to quality control. 
> For efficient planning of roads the State Government should set 
up a "Road Maintenance and Construction Department" in each 
district to look after the maintenance, construction and 
improvement of roads. This Department should be given the 
responsibility of construction and improvement of roads. If there 
is any defect in roads or misuse of funds provided by the 
Goverrmient, this department should be responsible for that. As 
in Mughal period, if any accident took place due to the defect in 
road, the Zamindars (The persons who are appointed to look 
after the construction and maintenance of roads) were 
responsible for that loss. 
> Roads surface decays and deteriorate under the constant use of 
vehicular wheels. The damaging effect of vehicle load is 
cumulative in nature. The more the traffic and higher the wheel 
loads, the more will be the deterioration and consequent need to 
strengthen the road crust. Since pavement design is based on 
cumulative number of standard axle loads over the design service 
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life, higher axle loads cause premature distress of road 
pavements. This means higher operating cost of vehicle and need 
for increased outlay for maintenance of roads. It is therefore, 
necessary for the enforcement machinery to check over loading of 
the vehicles so that cost of maintenance of roads may be 
minimised. 
> A proper policy guideline is required to arrive at the optimum 
combination of public as well as private operations in road 
transport. 
r- Unnecessary checks and restrictions on the movement of goods 
and services should be minimised. 
' ' Integrated transport policy will have to address the issue of 
inefficiency, both in the context of vehicle productivity as well as 
workers' productivity. For this, necessary steps are proper 
maintained, up gradation of the existing technology and on the 
job training of workers. 
> In order to raise the necessary capital, the road transport sector 
should be declared a priority sector and the financial institutions 
should be encouraged to lend for the improvisation and over all 
computerisation of the sector. 
> The various purposes for the detention of vehicles should be 
clubbed so that a single detention may serve all such purposes. 
The standards of discipline of enforcement staff and others 
involved should be of highest order. Qualities like honesty and 
integrity should mark these men. Surprise checks by Senior 
Officers should be carried out and stringent punishment be given 
to those who don't measure to the standards of discipline. The 
enforcement staff should recognise the importance of time in 
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transportation and importance of speedier movement of goods 
for the economy as a whole. 
> The Central and state government should make available 
wayside amenities like parking place, drinking water, repair 
shops, clean and hygienic toilets, godowns and booking offices, 
security and safety on roads to the travelers as well as for the 
truckers. 
> Traffic department should be strengthened to conduct different 
types of surveys periodically and to provide adequate effective 
services according to the passenger's needs in the state. 
> Divisional Managers and Regional Managers should monitor the 
monthly performances of the Checking Inspectors and effective 
disciplinary action should be taken against inefficient hostile 
inspectors. 
> Over the years, it is observed that the overaged buses are 
increased. The main drawback of increasing in such number is 
the reduction in the efficiency of Corporation. In order to 
overcome this problem, it is suggested that the corporation 
should launch new buses not only to improve its efficiency but 
also to minimise the incidence of overloads. 
> It is also suggested that VRS (Voluntary Retirement Scheme) 
should be implemented forcefully in case of old age employees 
and sick employees especially drivers to avoid accidents. In their 
place young blood drivers who are efficient and expert in their 
respective field should be appointed. 
> UPSRTC should start courier business of small size letters and 
parcels. It should ply goods vehicles on roads. It will play a rich 
dividend to UPSRTC. 
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> UPSRTC should review its strategy of pleading from the 
government to reduce taxes and social concessions or merely to 
increase fares. The new strategy should be to take a major part in 
road development and claim from the budgetary allocations their 
capital needs on the promise of providing efficient road transport 
network. It should sign memorandum of understanding with 
Panchayat Samities and Zila Parishads on the level of service to 
be provided in these areas and in return seek capital grants for 
purchase of buses and provision of passenger's amenities without 
adequate transportation It has been found that neither UPSRTC 
has achieved profitability, nor the passengers' satisfaction has 
been achieved by road transport service. The reasons are 
inadequate growth of services, old fleet and inadequate 
infrastructure facilities, absence of rational fare policy, high 
incidence of motor vehicles taxes, poor customers services, 
inadequate professionals and committed manager, absence of 
coherent policy framework, unsuitable and improper checking 
system, permits to private bus owners on profitable routes, large 
scale clandestine operations and wide variations in performance. 
> Programmes of rural road development should not put under the 
charge of Panchayats. Instead, "Special Development Councils ", 
should be set up in which majority representation should be 
given to the small and marginal farmers, the artisans and landless 
labourers. Unless the structure of Development Councils is 
revolutionised, it would not be possible to implement the policies 
designed for the poor. 
> All the development programmes should be taken in a phased 
maimer. The first phase should consists of collection and 
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compilation of data on natural and human resources and 
preparation of integrated micro-level plans on all aspects of 
economic development taking into consideration the need of the 
people and by involving them and their representatives in this 
process and recruitment and training of different categories of 
personnel within the district, blocks and villages for development 
tasks in the district. The second phase should be the execution of 
plans in the different sectors through the various State Agencies 
and the task force and its personnel trained for the purpose. A 
committee at state level under the chairmanship of the Chief 
Secretary should provide a system for periodic morutoring and 
evaluation of the plans and their execution in the district. 
Researcher finds that there are serious gaps in the database for 
the road transport sector at the state and district level. Systematic 
information on traffic flows is not available because of 
multiplicity of transport agencies, predominance of single vehicle 
ov^nier and absence of traffic recording procedures. In this 
context, following points may be taken into corisideration. 
For systematic study of traffic flow of roads, our database should 
be strengthened and updated. The Ministry of Surface Transport 
and Planning Commission should carry on inter regional road 
traffic survey regularly 
At the State level. Transport Survey and Planning Cell should 
publish its repot on commodity movement more regularly and 
the state goverrunent should make fund available to the 
concerned department for the purpose. 
UPSRTC is a loss-incurring Corporation because of the paucity of 
fund in order to run its function smoothly. It takes loan from 
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financial institution such as I.D.B.I, and L.I.C. these institution 
charge heavy rate of interest rather than bearing the burden of 
loan UPSRTC should utilise its own capital so that the 
Corporation can reduce losses. 
> When any accidents takes place then UPSRTC has to pay 
compensation to the dependent of dead person or injured person 
/ sufferer. In order to minimise number of accidents the UPSRTC 
should arrange the programmes of refresher training to their 
drivers. It is, therefore, suggested that UPSRTC should constitute 
a special fund in order to tackle this problem which of serious 
concerned. 
> The employees of UPSRTC does not perform their duty properly 
because of the job security make them irresponsible, a remedy for 
such a problem is to privatise the UPSRTC 
> In order to cover remaining avenues the UPSRTC should launch 
mini buses and inter city services in such a way that the earning 
of the Corporation will be enhances. 
> In UPSRTC every Zone and Depot should be computerise so that 
UPSRTC can function smoothly and it will be very convenient to 
the passenger to get reservation. 
" In order to enhance the efficiency of UPSRTC and reduce the 
pollution the Corporation should use CNG buses. 
r' Drivers found to be exceptionally good in their working 
performance should be adequately rewarded. Following are the 
procedures for the award to the drivers found par excellence, 
a) First year not occurring accident (Zero accident) rewarded as 
Rs.50. 
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b) Continuous second year not occurring accident (Zero accident) 
rewarded as Rs.lOO. 
c) Continuous third year not occurring accident (Zero accident) 
rewarded as Rs.150. 
d) Continuous fourth year not occurring accident (Zero accident) 
rewarded as Rs.200. 
e) Continuous fifth year not occurring accident (Zero accident) 
rewarded as Rs.250. 
0 Continuous sixth year not occurring accident (Zero accident) 
rewiirded as Rs.300. 
yj More than sixth year not occurring accident during a year, 
rewarded as maximum of Rs. 300. However, there is provision in 
the corporation for further rewarded after six years. 
The researcher observed that the amount of reward is quite small. 
The drivers with zero accident should be sufficiently rewarded. The 
reward should also be made bonus linked and promotion based. The year 
specifies reward should be replaced with a continuous incentives to 
encourage the drivers to be more efficient component and productive. 
> At present, there is only one training school at Kanpur, which is 
insufficient for smooth functioning of UPSRTC. Keeping in view, 
the size of the corporation and state. It is, therefore, suggested that 
the number of training school should be established either at 
depot level or zone level considering the financial implications in 
this regard. If this venture taken up by the UPSRTC on war 
footing, the researcher is of the opinion that the smooth 
functioning of UPSRTC will be ensured. 
> Presently, the UPSRTC annual report is published in Hindi only, 
which has caused problems to the researcher and author, as both 
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of them are not familiar with the terras used in it. It is, therefore, 
suggested that it should be published both in Hindi and English. 
> In order to increase revenue of UPSRTC the researcher suggests 
that dhaba owned by the corporation at bus stand and on 
highways should be developed and encouraged by the 
corporation to it, to provide hygienic fast food and beverages at 
the reasonable rates. Further, the buses should halt on its own 
dhabas rather than on the dhabas, hotels and motels owned by 
private entrepreneur. 
^ Keeping in view the law and order situation in the state it is 
suggested that at least two security guard should be provided on 
long routes buses for the safety of the passengers not only in night 
services but also in daylight. This will result in building 
confidence among travelers for night traveling and the revenue 
could also be increased. 
> Since India is the fourth largest producer of ethanol which is used 
as oxygenate in the U.S.A, Sweden and the European union but 
India is taking use of it to make alcohol and used in the chemicals 
and petro chemicals sector and not yet introduced in the transport 
sector which could cause immediate benefit such as less 
dependence of fossil fuel, reduction in air pollution and more 
business opportunities. In addition to this the long-term benefit 
such as scope for expansion of ethanol market and industry boom 
in the agriculture sector, business opportunities for auto 
manufactures, suppliers of spare parts, vehicle conversion 
companies and fuel suppliers and scope for emerging of new 
market. As the government of India these days given more 
emphasis on environment, ethanol, the environment friendly bio 
fuel will proof is a good substitute not only for petrol but also for 
diesel and its commercialisation would bring many fold benefits 
to the country. It is, therefore, suggested that UPSRTC should 
replace use of petrol and diesel with ethanol particularly in the 
present scenario of rising in petrol and diesel pricing globally 
which will definitely increase the operation of the transport sector 
and will ultimately would provide hardship to the common 
people by way of increasing the fare. 
UPSRTC should form a Vigilance Committee to watch the 
responsibility of employees, to see whether capital investment is 
utilised properly or not and observe functioning of dhaba (quality 
of food, low price, pure water etc) these are the key factors which 
need to be emphasise, therefore efficiency of UPSRTC will 
increase which would result in the profitability of the 
Corporation. 
While assessing the performance of North West Karnataka Road 
Transport Corporation (NWKRTC) the author witness that 
NWKRTC has taken a series of measures to improve its 
performance, making best use of the available resources. The 
dedicated team officers and officials have committed themselves 
in improving the overall performance of the corporation by 
putting their concerted efforts. It is a matter of pride to state here 
that North West Karnataka Road Transport Corporation 
(NWKRTC) has been honored with award for the Minimum 
Operational for Moffusil service for the year 2001-02. Necessary 
action has been taken by the corporation to maximise the traffic 
revenue by concentrating on timely and regular operation of 
schedules. Apart from maxiinisation of revenue, a number of 
steps have also been taken to control the cost of operation. 
182 
especially the cost on variable items like fuel, tyres/tubes, 
lubricants, spares etc. As a result of these measures the 
corporation, which was making a loss of Rs.14.00 crore during 
1997-98 has turned the corner and is out of red. During the year 
2002-03, the corporation made a gross profit of Rs. 14.48 crore. 
The remarkable progress achieved in the important mechanical 
engineering parameters has contributed to a great extent in 
registering the profit. 
Keeping in view the poor performance of UPSRTC as it has been 
running in to losses for the last twelve year that is i.e. between 1991-92 
to 2002-03, the author suggests that corporation should follow the 
pattern of North West Karnataka Road Transport Corporation 
(NWKRTC) as discussed in the preceding paragraph. If their task is 
taken up on war footing, the author is confident that the corporation 
would defirutely start yielding profit in years to come. 
Roads and roads transport have to occupy a dominant place in 
the transportation system of our country. An efficient and effective road 
system is of vital importance to any economy. Roads are now 
recognised, as an infrastructure critical to econorrfic and industrial 
growth and therefore proper up keep of physical condition of this 
infrastructure is very important. Roads are an enormous national 
investment and require regular maintenance to ensure safe passage at 
an appropriate speed and with low road user cost. Without adequate 
and timely maintenance, roads deteriorate in exorabley, leading to 
higher vehicle operating cost, increased number of accidents and 
reduced reliability of transport services. 
Finally, it is observed that the principal mode of transport for 
passengers and goods movement in Uttar Pradesh will continue to be 
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road. Railway cannot connect each and every comer of the state, while 
road transport has the advantage of door to door service and extended 
to hilly areas. It can transport goods of interior area and even load the 
goods of agricultural farms and industrial units located in remote areas. 
It provides the basic infrastructure for bringing the majority of people 
by connecting them with the rest of the country. Moreover, it has 
mcreased demand of road transport services, environment concerns 
quality of transport services, safety of operation and energy 
conservation has assumed significance. Thus the road transport has 
now to serve much wider range of purposes than before. Therefore, 
economic growth and prosperity of any country or state depends 
largely on the development of industrial sector as well as agro-based 
sector. The output of one is the input of others and both the sector are 
interdependent so far is input is concerned. In order to provide input 
timely the role of road transport is highly significant. There should 
come a rapid change for reviewing and updating the existing design 
practices and standards of construction and maintenance. The growth 
of road transport should grow at least at the rate of which economy is 
growing. In fact, the need to protect the existing road network and to 
keep it in good condition is paramount. 
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Annexure 
National Highways with states and its K.Ms. 
National Highways 
1 
lA 
IB 
IC 
2 
2A 
3 
4 
4A 
Delhi - Ambala -Jalandhar -
Amritsar -Indo - Pak Boarder 
Jalandhar-Madhopur-Jammu-
Banihal - Shrinagar - Baramula- Uri 
Batote - Doda - Kistwar - Symthan 
- Pass - Khanabal 
Domel - Ketra 
Delhi - Mathura - Agra - Kanpur -
Allahabad - Varanasi - Mohania -
Barhi - Palsit - Baidyabati - Bara -
Calcutta 
Sikandra-Bhognipur 
Agra - Gwalior - Shivpuri - Indore 
- Dhule - Nasik - Thane - Mumbai 
Junction with National Highways 
No. 3 Near Thane - Pune - Belgaum 
- Hubli - Bangalore - Ranipet -
Chennai 
Belgaum - Anmod - Ponda - Panaji 
States 
Delhi (22), Haryana 
(180), Punjab (254) 
Punjab (108), Himachal 
Pradesh (14), Jammu & 
Kashmir (541) 
Jammu & Kashmir 
(274) 
Jammu & Kashmir (8) 
Delhi (12), Haryana 
(74), 
Uttar Pradesh (752) 
Bihar (202), Jharkhand 
(190), West Bengal 
(235) 
Uttar Pradesh (25) 
Uttar Pradesh (26), 
Rajasthan (32), Madhya 
Pradesh (712), 
Maharashtra (391) 
Maharashtra (371), 
Karnataka (658), 
Andhra Pradesh (83), 
Tamil Nadu (123) 
Karnataka (82), Goa 
(71) 
K.M 
456 
663 
274 
8 
1465 
25 
1161 
1235 
153 
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4B 
5 
5A 
6 
7 
7A 
8 
Nhava Sheva - Kalamboli -
Palspe 
Junctions with National 
Highways No.6 Near 
Baharagora - Cuttack -
Bhubneshwar - Vishakhapatnam 
- Vijayawada - Chennai 
Junction with National Highway 
No.5 near Haridaspur - Pradip 
Port 
Hajira - Dhule - Nagpur -
Raipur - Sambalpur -
Baharagora - Kolkatta 
Varanasi - Mangawan - Rewa -
Jabalpur - Lakhnadon - Nagpur 
- Hyderabad -Kumool -
Bangalore - Krishnagiri - Salem 
- Dindigul Madurai - Cape -
Coimnor in (Kanyakumari) 
Palyankottai - Tusticorin Port 
Delhi - Jaipur - Ajmer -
Udaipur - Ahmedabad -
Maharashtra (27) 
Orissa (488), Andhra 
Pradesh (1000), Tamil 
Nadu (45) 
Orissa {77) 
Maharashtra (813), 
Chattisgarh (314), 
Orissa(462) 
Jharkhand(22), West 
Bengal 161), Gujrat 
(177) 
Uttar 
Pradesh(128),Madhya 
Pradesh(504), 
Maharashtra (232) 
Andhra Pradesh (753), 
Kamataka (125),Tamil 
Nadu (627) 
Tamil Nadu (51) 
Delhi (13), Haryana 
(101), Rajasthan (688), 
27 
1533 
77 
1949 
2369 
51 
1428 
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8A 
8B 
8C 
8D 
8E 
9 
10 
11 
llA 
12 
12A 
13 
14 
Vadodra- Mumbai 
Ahmedabad-Limbdi - Morvi -
Kandla-
Mandvi Bamanbore - Rajkot -
Porbandar 
Chiloda - Gandhinagar - Sarkej 
Jetpur - Somnath 
Somnath - Bhavnagar 
Piine - Sholapur - Hyderabad -
Vijayawada - Mechillipatnam 
Delhi-Fazilka - Indo Pak Border 
Agra - Jaipur - Bikaner 
Manoharpur - Dausa - Latsot-
Kothum 
Jabalpur - Bhopal - Khilchipur -
Aklera- Jhalawar - Kota - Bundi 
- Devli - Tonk Jaipur 
Jabalpur - Mandla - Chilpi -
Simga 
Sholapur - Qiitradurga -
Shimoga - Mangalore 
Beavvar - Sirohi - Radhapr 
Gujrat (498), 
Maharashtra (128) 
Gujrat (473) 
Gujrat (206) 
Gujrat (46) 
Gujrat (127) 
Gujrat (220) 
Maharashtra (336), 
Karnataka (75), Andhra 
Pradesh (430) 
Delhi (18), Haryana 
(313), Punjab (72) 
Uttar Pradesh (51), 
Rajasthan (531) 
Rajasthan (145) 
Madhya Pradesh (490) 
Rajasthan (400) 
Madhya Pradesh (152) 
Chhatisgarh (128) 
Maharashtra(43), 
Kamataka(648) 
Rajasthan (310), 
473 
206 
46 
127 
220 
841 
403 
582 
145 
890 
280 
691 
450 
200 
15 
16 
17 
17A 
17B 
18 
19 
20 
21 
Pathankot - Amrisar - Bhatinda 
Ganganagar - Bikaner -
Jaisalmer - Barmer - Samakhiali 
(Near Kandla) 
Nizamabad - Mancheral -
Jagdalpur 
Panvel - Mahad - Panaji -
Karwar - Mangalore -
Camianore - Calicut -
(Kozhicode) - Ferokh -
Kuttipuram - Pudu - Ponnami-
Chowghat - Cranganur Junction 
with NH - 47 Near Edapally. 
Junction with NH - 7 near 
Cortlam Mumugao 
Ponda - Vema - Vasco 
Junction with NH - 7 near 
Kurnool - Nandyal - Cuddapah 
- Junction with NH - 4 Near 
Chittoor 
Ghazipur - Balia -Patna 
Pathankot - Mandi 
Junction with NH - 22 Near 
Gujarat (140) 
Punjab (350), Rajas than 
(906) Gujarat (270) 
Andhra Pradesh (220), 
Maharashtra (30), 
Chattisgarh (210) 
Maharashtra (482), Goa 
(139) Kamataka (280), 
Kerala (368) 
Goa (19) 
Goa (40) 
Andhra Pradesh (369) 
Bihar (120), Uttar 
Pradesh (120) 
Punjab (10), Himachal 
Pradesh (210) 
Chandigarh (24), 
1526 
460 
1269 
19 
40 
369 
240 
220 
323 
201 
21A 
22 
23 
24 
24A 
25 
25A 
26 
27 
28 
28A 
Chandigarh - Ropar - Bilaspur-
Mandi-Kulu-Manali 
Pinjore - Nalagarh - Swarghat 
Ambala-Kalka- Shimla -
Narkanda - Rampur - Indo 
China Border Near Shipkila 
Chas - Ranchi - Rourkela -
Talcher - Junction with NH -42 
Delhi - Barielly -Lucknow 
24ABakshi Kar Taalab -
Chenhat (NH-28) 
Lucknow -Kanpur - Jhansi -
Shivpuri Madhya Pradesh (82) 
Km - 19(NH-25)-Bakshi Ka 
Talab 
Jhansi - Lakhandon 
Allahabad - Mangawan 
Junction with NH -31 Near 
Barauni - Muzaffarpur - Pipra -
Kothi - Gorakpur - Lucknow 
Junction with NH-28 Near Pipra 
- Kothi - Sagauli - Raxaul - Indo 
Punjab (67), Himachal 
Pradesh(232) 
Haryana (16), Himachal 
Pradesh (49) 
Haryana (30), Punjab 
(31), Himachal Pradesh 
(398) 
Jharkhand (250), Orissa 
(209) 
Delhi (7), Uttar Pradesh 
(431) 
Uttar Pradesh (17) 
Uttar Pradesh (270), 
Madhya Pradesh (82) 
Uttar Pradesh (31) 
Uttar Pradesh (128), 
Madhya Pradesh (268) 
Uti:ar Pradesh (43), 
Madhya Pradesh (50) 
Bihar (259), Uttar 
Pradesh (311) 
Bihar (68) 
65 
459 
459 
438 
17 
352 
31 
396 
93 
570 
68 
202 
29 
30 
30A 
--j 
31A 
31B 
31C 
32 
33 
Nepal Border 
Gorakhpur-Ghazipur - Varanasi 
Junction with NH-2 Near 
Mohania - Patna - Bakhtiarpur 
Phatuha - Chandi - Hamaut -
Barh 
Junction with NH-2 Near Barhi -
Bhaktiarpur - Mokameh-Purnia 
- Dalkola - Silliguri-Sivok-
Cooch-Behar -North Salmara -
Nalbari-Charali-Amin Gaon 
Junction with NH-37 
Sivok - Gangtok 
North Salmara - Junction with 
NH-37 near Assam 
Near Galgalia - Baghdogra -
Jogighopa- Chsalsa - Nagarkata 
- Goyerkata - Dalgaon-
Hasimara-Rajabhat Khawa -
Kochgoan- Junction with NH -
31, Near Bijni Sidili-
Junction with Nh-2 Near 
Gobindpur- Dhanbad-
Jamshedpur 
Junction with Nh-2 near Barhi -
Uttar Pradesh (196) 
Bihar (230) 
Bihar (65) 
Bihar (393), West 
Bengal (366), Assam 
(322), Jharkhand (44) 
West Bengal (30), 
Sikkim (62) 
Assam (19) 
West Bengal (142), 
Assam (93) 
Jharkhand (107), West 
Bengal (72) 
Jharkhand (352) 
196 
230 
65 
1125 
92 
19 
235 
179 
352 
203 
34 
35 
36 
37A 
38 
39 
40 
41 
42 
43 
Ranchi - Junction with NH-6 
Near Baharagora 
Junction with NH -31 Near 
Dalkola - Behrampore - Barasat 
- Kolkata 
Barasat - Bangaon - Indo 
Bangladesh Border 
Nowgong - Dimapur (Manipur 
Road) Junction with NH-31-B 
Near Goalpara - Guwahati -
Jorabat- Kamargao - Makum-
Saikhoaghat 
Kuarital - Junction with NH 52 
Near Tezpur 
Mukum - Ledo - Lekhapani 
Numaligarh-Imphal-Palel-Indo 
Burma Border 
Jorbat - Shillong - Indo 
Bangladesh Border Near Dawki-
Jowai 
Junction with NH-6 Near 
Kolaghat - Haldia Port 
Junction with NH-6 Sambalpur -
Angul Junction with NH-5 Near 
Cuttack 
Raipvu: - Vizianagaram Junction 
West Bengal (443) 
West Bengal (61) 
Assam (167), Nagaland 
(3), Assam (680) 
Assam (23) 
Assam (54) 
Assam (115), Nagaland 
(110), Manipur (211) 
Meghalaya (216) 
West Bengal (51) 
Orissa (261) 
Chattisgarh (316), 
443 
61 
850 
23 
54 
436 
216 
51 
261 
551 
204 
44 
44A 
45 
45A 
45B 
46 
47 
47A 
48 
49 
50 
51 
with Near NH-5 Natavalasa 
Shillong -Passi - Badarpur -
Agartala - sabroom 
Aizawl - Manu 
Chennai Tiruchirapalli -
Dindigul 
Villupuram Pondicherry 
Chidambaram 
Trichy-Melur-Tuticorin 
Jrusgbaguru - Ranipet 
Salem - Coimbatore - Trichur -
Ernakulam Trivandrum - Cape 
Commorin (Kanaykumari) 
Junction with NH-47 Willington 
Island 
Bangalore - Hassan - Mangalore 
Cochin - Madurai - Dhanuskodi 
Nasik - Junction with NH-4 
Near Pune 
Paikan - Tura - Dalu 
Orissa (152), Andra 
Pradesh (83) 
Meghalaya (184), 
Assam (111), Tripura 
(335) 
Mizoram (165), Tripura 
(65) 
Tamil Nadu (387) 
TamU Nadu (147), 
Pondicherry (43) 
Nagapattinam 
Tamil Nadu (257) 
Tamil Nadu (132) 
Tamil Nadu (224), 
Kerala (416) 
Kerala (6) 
Kamataka (328) 
Tamil Nadu (290), 
Kerala (150) 
Maharashbra (192) 
Assam (22), Meghal 
(127) 
630 
230 
387 
190 
257 
132 
640 
6 
328 
440 
192 
149 
205 
52 
52A 
52B 
53 
54 
54A 
54B 
55 
56 
56A 
56B 
NEI 
57 
58 
Baihata - Charali - Tezpur -
Bander Dewa - North 
Lakhimpur Pasighat - Tezu -
Sitapani Junctiori with NH-37 
Near Saikhoaghat 
Baridar Dewa -Itanagar -
Gohpur 
Kulajan - Dibrugarh 
Junction with NH-44 Near 
Badarpur - Jirighat - Silchar 
Imphal 
Dabaka - Lumding -Silchar -
Aizwal Tuipang 
Theriat - Lungiei 
Venus Saddle - Saiha 
Siliguri - Darjeeling 
Lucknow - Varanasi 
Chenhat (NH28) -Kml6 (NH-
56) 
Km 15 (NH (56)-Km6 (NH-25) 
Ahmedabad - Vadora 
Expresway (Under construction) 
Muzaffarpur - Darbhanga -
Forbesganj - Pumea 
Delhi -Ghaziabad-Meerut-
Haridwar- Badrinath 
Assam (540), Arunachal 
Pradesh (310) 
Assam (15), Arunachal 
Pradesh (42) 
Assam (31) 
Assam (100), Marupur 
(220) 
Assam (335), Mizoram 
(515) 
Mizorsim (9) 
Mizoram (27) 
West Bengal gi) 
Uttar Pradesh (285) 
Uttar Pradesh (13) 
Uttar Pradesh (19) 
Gujarat (93) 
Bihar (310) 
Uttar Pradesh (165), 
Uttaranchal (373) 
— I 
850 
57 
31 
320 
850 
9 
27 
77 
285 
13 
19 
93 
310 
538 
206 
59 
59A 
60 
61 
62 
63 
64 
65 
66 
67 
68 
69 
70 
- Mana pass 
Ahmedabad-Godhra-Dhar-
Indore 
Indore - Betul 
Balasore-Kharagpur - Asansol 
Kohim-Wokha -Mukokchung-
Jhanji 
Damra - Baghmara - Dalu 
Ankola-Hubli-Hospet-Gooty 
Chandigarh - Rajpura - Patiala-
Sangrur - Bhatinda - Dabwali 
Ambala - Kaithal - Hissar -
Fatehpur- Jodhpur - Pali 
Pondy - Tindivanam -Gingee-
Thiruvanamalai - Krishnagiri 
Nagapattinam - Trichy - Karur 
Coimbatore 
Ulundrupet - salem 
Nagpur - ObaiduUaganj 
Jalandhar-Hoshirapur-
Hamirpur- Dharamapur -
Mandi 
Gujrat (211), Madhya 
Pradesh (139) 
Madhya Pradesh (264) 
Orissa (57), West 
Bengal (248) 
Nagaland (220), Assam 
(20) 
Assam (5), Meghalaya 
(190) 
Kamataka (370), 
Andhra Pradesh (62) 
Punjab (256) 
Haryana (240), 
Rajasthan (450) 
Pondichery (10), Tamil 
Nadu (234) 
Tamil Nadu (357) 
Tamil Nadu (134) 
Maharashtra (55), 
Madhya Pradesh (295) 
Himachal Pradesh 
(120), Punjab (50) 
350 
264 
305 
240 
195 
432 
256 
690 
244 
357 
134 
350 
170 
207 
71 
71A 
72 
72A 
73 
74 
75 
76 
77 
78 
79 
Jalandhar -Moga Sangrur -
Rohtak - Bawal 
Rohtak - Panipat 
Ambala - Nahan - Panota 
Sahib- Dehradun - Haridwar 
Chhutmalpur - Biharigarh -
Dehradun 
Roorkee-Saharanpur-Yamuna 
Nagar- Saha - Panchkula 
Haridwar-Nagina-Kashipur-
Kichcha- Pilhbhit - Bareilly 
Gwalior - Jhansi - Chhatarpur -
Rewa- Renukut-Garwal-
Daltonganj - Ranchi 
Pindwara - Udaipur -
Mangalwar - Kota- Shivpuri -
Jhansi - Banda - Allahabad 
Hajipur - Sitamarthi - Sonbarsa 
Katni - Shahdol -
Ambikapurjashpu-Gumla 
Ajmer - Nasirabad - Neemach -
Mandsaur- Indore 
Punjab (130), Haryana 
(177) 
Haryana (72) 
Haryana (50), Himachal 
Pradesh (50), Uttar 
Pradesh (100) 
Uttaranchal (15), Uttar 
Pradesh (30) 
Haryana (108), 
UttarPradesh (59) 
Uttaranchal (21) 
Uttar Pradesh (147), 
Uttaranchal (153) 
Madhya Pradesh (600), 
Uttar Pradesh (110), 
Jharkhand (245) 
Madhya Pradesh (60), 
Uttar Pradesh (467), 
Rajasthan (480) 
Bihar (142) 
Madhya Pradesh (178), 
Chattisgarh (357), 
Jharkhand(25) Madhya 
Pradesh (280) 
Rajasthan (220) 
307 
72 
200 
45 
188 
300 
955 
1007 
142 
559 
220 
208 
79A 
80 
81 
"82 
83 
84 
85 
86 
87 
88 
90 
91 
92 
93 
94 
Kishangarh (NH-8)-Nasirabad 
(NH-79) 
Mokamah - Raj Mahal - Farakha 
Kora - Kathihar - Malda 
Gaya - Biharsarif - Mokamah 
Patna - Jahanabad - Gaya -
Bodhgaya- Dhobi 
Arrah - Buxar 
Chhapra - Siwan - Gopalganj 
Kanpur - Chhatarpur - Sagar -
Bhopal Dewas 
Rampur - Pantnatgar -
Haldwani - Nainital 
Shimla - Bilaspur - Hamirpur -
Bhawan - NH-20 
Baran - Aklera 
Ghaziabad - Aligarh - Eta -
Kannauj - Kanpur 
Bhongaon - Etawah - Gwalior 
Agra - Aligarh - Babrala -
Chandausi - Moradabad 
Rhishikesh - Ampata - Tehri -
Spharasu- Kuthanur - Yamnotri 
Rajasthan (35) 
Bihar (200), Jharkhand 
(100), West Bengal (10) 
Bihar (45), West Bengal 
(55) 
Bihar (130) 
Bihar (130) 
Bihar (60) 
Bihar (95) 
Uttar Pradesh (180), 
Madhya Pradesh (494) 
Uttar Pradesh (32), 
Uttaranchal (51) 
Himachal Pradesh (115) 
Rajasthan (100) 
Uttar Pradesh (405) 
Uttar Pradesh (75), 
Madhya Pradesh (96) 
Uttar Pradesh (220) 
Uttamchal (160) 
35 
310 
100 
130 
130 
60 
95 
674 
83 
115 
100 
405 
171 
220 
160 
209 
95 
96 
97 
98 
99 
100 
101 
102 
103 
104 
105 
106 
107 
108 
109 
Kharar (Chandigarh)-Ludhiana-
Jagaron- Ferozepur 
Faizabad - Sultanpur -
Pratapgarh- Allahabad 
Ghazipur - Zamania -
Saiyedraja 
Patna - Aurangabad - Rajhara 
Dobhi - Chatra - Chandwa 
Chatra - Hazaribagh - Bogoda 
Chhapra - Baniapur -
Mohamadpur 
Chhapra - Rewaghat -
Muzzaffarpur 
Hajipr - Mjushrigharari 
Chakia - Sitamarhi - Jaynagar -
Narharia 
Darbhanga - Aunsi - Jaynagar 
Birpur - Madhepura - Bihpur 
Maheshkhunt - Sonbarsaraj -
Simri Bakhtiarur Bariahi -
Saharsa-Madhepura- Purnea 
Dharasu - Uttarkashi -
Yamnotri- Dham 
Rudraprayag -Guptkashi-
Gangotri Dham 
Punjab (225) 
Uttar Pradesh (160) 
Uttar Pradesh (45) 
Bihar (156), Jharkhand 
(51) 
Jharkhand (110) 
Jharkhand (118) 
Bihar (60) 
Bihar (80) 
Bihar (55) 
Bihar (160) 
Bihar (66) 
Bihar (130) 
Bihar (145) 
Uttaranchal (127) 
Uttaranchal (76) 
225 
160 
45 
207 
110 
118 
60 
80 
55 
160 
66 
130 
145 
127 
76 
210 
150 
151 
152 
153 
154 
200 
201 
201A 
203 
204 
205 
206 
207 
208 
209 
Aizawal- Churachandpur -
Imphal Ukhrul -Jessami -
Kohima 
Karimganj - Bangaladesh border 
Patacharkuchi - Bhutan Border 
Ledo-Lekhapani-Ind Myanmar-
Border 
Dhaleswar - Bhairabi - Kanpui 
Raipur - Bilaspur - Rajgarh -
Kanaktora Jharsuguda-
Kochinda- Deograh-Talcher-
Chandikhole 
Borigumma-Bolangir-Bargah 
Hyderabad-Warrangal-
Venkatpuram Bhopal Pattnam 
Biibaneshwar-Puri 
Ratnagiri-Kolhapur 
Anantpur-Renugunta-Chennai 
Tumkur-Shimoga-Honnavar 
Hosur-Surajpur-Devanhalli-
Neelamangal 
Kolaam-Tenkasi-Rajapalayam-
Thirumangalam (Madurai) 
Dindigul-Pollachi-Palani-
Manipur (523), 
Mizoram (141), 
Nagaland (36) 
Assam (14) 
Assam (40) 
Assam (20), Arunachal 
Pradesh (40) 
Assam (110), Mizoram 
(70) 
Orissa (310) 
Andhra Pardesh (244), 
Chattisgarh (36) 
Orissa (59) 
Maharashtra (126) 
Andhra Pardesh (360), 
Tamil Nadu (82) 
Kamatka (363) 
Kamatka (135), Tamil 
Nadu (20) 
Kerala (70), Taiml 
Nadu (125) 
Taiml Nadu (286), 
700 
14 
40 
60 
180 
310 
280 
59 
126 
442 
363 
155 
195 
456 
211 
210 
211 
212 
213 
214 
215 
216 
217 
218 
219 
220 
Coimbatore-Annur Kollegal, 
Banglore 
Trichy-Devakottai-
Ramanathapuram 
Solapur-Osmanabad-
Aurangabad-Dhule 
Kozhikode-Mysore-Kollegal 
Palghat-kozhicode 
Kathipalli-kakinada-Pamarru 
Panikoli-Keonjhar-Rajamundra 
Raigarh-Sarangarh-Saraipalli 
Raipur-Gopalpur 
Bijapur-Hubli 
Madnapalli-Kuppam-
Kirshnagiri 
KoUam (Qulain)-Theni 
Grand Total 
Karnatka (170) 
Tamil Nadu (160) 
Maharashtara (400) 
Karnatka (160), Kerala 
(90) 
Kerala (130) 
Andhra Pardesh (270) 
Orissa (348) 
Chattisgarh (80) 
Chattisgarh(70),Orissa 
(438) 
Karnatka (176) 
Andhra Pardesh (128), 
Tamil Nadu (22) 
Kerala (210), Tamil 
Nadu (55) 
160 
i 
400 
250 
130 
270 
348 
80 
508 
176 
150 
265 
58,112 
Source www.nhai.org 
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